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ELECTRIC RAILWAY TRACTION 


A Supplement illustrating and describing developments 
im Electric Railway Traction is presented with every copy 
f this week’s issue 








TO CALLERS AND TELEPHONERS 


As a consequence of the war and the blackout regula- 
tions, and as an emergency measure to assist our staff 
in getting home before it is fully dark, the office hours 
of The Railway Gazette, commencing Monday, November 
20, and continuing until Saturday, February 10, 1940, will 
be (without a lunch interval) : 


Mondays to Fridays - 9 a.m. till 3.15 p.m. 
Saturdays - - - 9 am. till | p.m. 








Compensation to British Railway Companies 
B JTH individual shareholders and the Stock 
Exchange are keenly interested in the matter of whai 
financial arrangements being agreed between th 
Government and the railway companies in respect of the 
period during which the railways are under the control 
{ the Minister of Transport through the Railway Execu- 
ve Cominitiee. It may be remembered that a question 
in the House of Cemmons to the Minister of Transport on 
September 20 elicited replies from Captain Euan Wallace 
that discussions on this subject were proceeding and that 
there was every hope of a successful outcome without 
recourse to arbitration. The question was again put on 
October 4 when the same member endeavoured to obtain 
more specific answer on the grounds that the existing 
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are 
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uncertainty was giving rise to undesirable speculation in 
railway shares. The Minister of Transport, however, 
found himself unable to go further than to say that the 
matter would be settled soon, but he could not commit 
himself to a definite date. The railway companies them- 
selves are of course receiving inquiries from their stock- 
holders, to whom naturally no more satisfying reply can 
be made. On Friday last, the London Midland & Scottish 
Railway Company issued an official statement intimating, 
in response to inquiries, that no information can yet be 
made available regarding the financial proposals of H.M. 
Government consequent upon the control of the com- 
pany’s undertaking in Great Britain under Statutory Order 
No. 1197. Ai the same time it was announced that the 
inte-est on the L.M.S.R.5 per cent. redeemable debenture 
stock will, however, be paid on November 15. The Statu- 
tory Order mentioned is of course the Railway Control 
Order of September 1, 1939, which was made by the 
Minister of Transport under the Defence Regulations 
taking control of the undertakings of all the principal 
railways in Great Britain and appointing the Railway 
Executive Committee. 
* ! ak 

Foreign News by Radio 

Ordinary sources of information are necessarily inter- 
rupted in wartime, but the time lag which was such a 
noticeable feature of the war of 1914-1919 is largely 
nullified today by the extensive use of radio broadcasting. 
The first programme to be broadcast publicly in Great 
Britain was a concert from Chelmsford on February 23, 
i920, and it was immediately realised that in any future 
war, the bulletins, communiqués, and general programmes 
broadcast by other countries were likely to prove an 
important source of prompt information. The Ministry of 
Information accordingly arranged that the British Broad- 
casting Corporation should develop immediately on the 
outbreak of war (at the expense of the Ministry) a con- 
tinuous watch throughout the 24 hours upon the broad- 
cast programmes of many other countries. The nucleus of 
this organisation was found in the limited listening-in- 
known as ‘“‘ monitoring ’—which the B.B.C. has conducted 
regularly for a long time past for the guidance of those in 
charge of its foreign language services. At the present 
time about 150 news bulletins in various languages are 
being monitored every day, and in all some 250,000 words 
are recorded every 24 hours and a summary distributed 
to Government departments and so forth. 

* * * * 

The Mogyana Railway in 1938 

The Mogyana Railway Company, with its present head- 
quarters at Sao Paulo, was organised in 1872 at Campinas 
for the purpose of building a line to link up with the 
then prosperous city of Mogy-Mirim and to build a branch 
line to Amparo. The first statutes of the company were 
approved by an Imperial Decree dated November 13, 
1872, and the initial capital, although later raised to 
80,000 contos of reis, was fixed at 3,000 contos. In 1875 
the first 106 km. of line which were to constitute this 
modest railway were opened to traffic. Now the company 
has 1,958 km. of line extending over a great part of the 
State of Sio Paulo and into Minas Geraes. Receipts for 
last year totalled 67,301 contos of reis compared with 
59,769 contos for the previous year, and expenses were 
46,985 contos compared with 44,585 contos, leaving a 
balance of 20,316 contos against one of 15,184 contos for 
1937. The movement of passengers increased by 92,951 
journeys, respective receipts being up by 401 contos, but 
parcels traffic was down by 2,398 tons and 248 contos of 
reis. Coffee shipments were substantially better with an 
increase of 26,911 tons and 2,226 contos in receipts, and 














































other goods improved by 95,784 tons and 3,950 contos. 
Three 2-8-0 and five 2-8-2 are on order from the‘ com- 
pany’s shops. The first of a railcars of local 
design but fitted with Leyland engines was put into traffic 
between Ribeirao Preto and Pontal on October 1. 


series of 


* * * * 


The Charge of Manslaughter 


The fact that the driver against whom a prima facie 
responsibility for the Bletchley collision rests has been 
manslaughter, has raised 


disparity between rail and road 


} 


| once again the 


charged with 
question of the appar 

, +5 , + } 
accidents, and we have heard the suggestion made that th 


law operates with iter severity against rail than road. 
A moment’s consideration reveals, however, that no blam 
ittaches to the law of manslaughter, which applies with 


all and 


ve at a disadvan 


islation to 


British |] 


servant may 


the complete impartiality of 
Where the railway 
ison with the road transport driver is that 


sundry 


compa! 

is not the practice in this country to prefet charges of 
manslaughter unless there 1 asonably complete eviden 
to offer the cou With the precision that normally 
ipplies to railway working, any gross carelessness 01 
neglect usually reveals itself in such a way as to provid 
basis of a charge worthy of submission to the court; 
whereas in thes case of the vast majority of road accidents 
absence of witnesses alon would prev it such a charge 
eceiving sufficient support. In particular it should be 

emphasised that b hes of regulations on the road ma 


ind probably are, committed with impunity very 1 


quently unless a fatality re sults, if only for the fact that 
the roads are not sufficiently provided with full-tim 
nalmen ind other responsible staff to detect l 
breaches. On the other hand, serious breaches of railway 
latio fortunately of comparatively infrequent 
irre art ited severely whatever the result 
+ * * * 
Rats 


Di Spite the war, the Ministry of A ure & Fisherie 
annual rat week should be held this 
erlous depredations on food stocks by 


' 2 
dered that the 


vear in view of the 


rats Accordingly, rat week began on Monday last, 
November 6, and lasts until Saturday. The Rats & Mic« 
(Destruction) Act, 1919, places an obligation upon ever: 


occupier of land to take steps to destroy rats ind mice on 


the property which he occupies and to prevent such pro 


p rty becoming infested. The term land includes 
buildings on or under land and obviously affects a very 
isiderable amount of railway property The British 
ulway companies In fact are ainong the largest and most 
determined enemies of rats and their efforts are by no 


An example of 
Heap columns 


means confined to one special week, 


tting is shown in our Scrap 


* * * * 


Progress of the Netherlands Railway Museum 

[he railway museum at Utrecht, in the Netherlands, is 
able direction of Mr. H. Asselberghs, 
interesting collections of railway historical 
items to be found in Europe. Not very long ‘ago it was 
moved from its original premises, adjacent to Utrecht 
Central station, more convenient site in the former 
State Railway Company's office building, but the problem 
of space is again, we understand, becoming urgent owing 
to the large number of acquisitions to the collection. The 
railway history of the Netherlands is full of interest and 
provides a rich source of instructive material. The museum 
staff is kept busy answering queries from interested 
many no doubt resident outside Holland. In 
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1937, for the first time, over 10,000 visitors to the museu 
were recorded, but in 1938 there were only 7,800. 
+ OK a * 


L.M.S.R. Freight Train Running 

The details of a recent journey on the 8.40 p.m. fitt 
freight train from Manchester (Ancoats) to Glasg 
provide some interesting supplementary data concerni: 
the work of the L.M.S.R. mixed traffic 4-6-0s, which we 
the subject of an article on General Utility Locomotiy 
published in our issue of October 27. The train concern 
is one of the lighter and faster group of freight trair 
designated FF1, and the load on this occasion of 31 fo 
wheelers and a brake van was within one vehicle of t! 
maximum permitted on the service. Engine No. 526 
worked the train from Manchester to Carlisle, and sou 
hill-climbing formed the principal feature of the runnin 
On the six-mile bank at 1 in 72 from Bolton to Walt 
summit speed with this load of 390 tons behind the tend 
was sustained at 20 m.p.h. An excellent start to t! 
Hellifield—Carlisle non-stop run gave an average of 
26 m.p.h. throughout the 14-mile climb at 1 in 100 fron 


Settle junction to Blea Moor, and Blea Moor box was 
passed four minutes early. Brisk running over thi 


generally favourable gradients beyond Appleby gave an 
average of 53 m.p.h. for 20 miles on end, and to Scotby 
74:1 miles from Hellifield, the net time, after allowing 
for certain out-of-course slacks, was equivalent to an 
average speed of 413 m.p.h. throughout this heavy road. 


* * * * 


A Reconditioned U.S.A. Express Train 

days of luxury trains, and particularly on the 
American railways, it is usual to follow new designs and 
construction throughout. Consequently particular interest 
attaches to the recent introduction on the Lehigh Valley 
Railroad of a completely reconditioned passenger train 
named after John Wilkes, an ardent defender of American 
colonial rights in the British House of Commons during the 
reign of George III. Consisting of a streamlined locomo- 
tive and nine passenger coaches, this train has been placed 
in service between New York and Wilkes Barre, Pennsy] 
vania, and the work of reconditioning was carried out in 
the railway company’s own shops. The illustrated articl 
on pages 612 to 613 of this issue provides a description of 
the measures adopted. A striking form of exterior finish 
is used for this train, the exteriors of all the coaches being 
painted black and red with white striping. The engine is 
a rebuilt 4-6-2 which has been streamlined to conform 
with the general scheme of the train and finished in con 
formity with the colour scheme of the coaches. Judging 
from the particulars available, and the interior and exterior 
photographs of the train, nothing has been left to chance 
in assuring a high standard of comfort, particular atten- 
tion being paid to the lighting effects and the colour 
schemes selected for the interior decoration of the coaches. 


In thes¢ 


* * * * 


Route-Setting Signal Boxes in Belgium 
Notwithstanding the extensive adoption of the route 
setting principle in power signalling in France, Belgian 
engineers were for a time among the strongest opponents 
of the idea, which led to a rather heated dispute at the 
1910 International Railway Congress. Now, however, 
the principle has found application in Belgium, but in 
a form not met with elsewhere. The arrangement con- 
sists in using the ordinary form of individual lever power 
frame—the levers are really handles turning on a _hori- 
zontal axis—but in not using the point handles during 
normal operation, these being moved mechanically, in 
the required groups, or held fast, as the case may be, by 
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manipulation of the route handles. The route handles 
grouped together and the signalman stands in front of 
m, needing to go to a point handle only in an emer- 
cy. This apparatus was installed at Manage station, 
having given satisfaction there, in the new large No. 2 
nal box at Brussels Midi, which controls 270 sets of 
nts and 76 signals, the latter of colour-light type and 
luding shunting as well as running aspects in many 
S. Route-locking, with last-vehicle release on the 
m much used in Belgium, is employed, and the track 
ut involves a large number of double slip points, such 
arrangement of ladder tracks, giving great flexibility 
the use of the various platform roads, being standard 
large stations in Belgium for many years past. This 
ite-setting system does not, of course, reduce the effec- 
size of the power frame, but does concentrate the 
mal working in a small space. The handles are in two 
ws, Which further facilitates the signalman’s work. 


* * * * 


Unsuitable Locomotives and High-Speed 
When the subject of curve maintenance for high speeds 
s discussed at the Roadmasters & Maintenance of Way 
\ssociation annual convention at Chicago in September, 
vas stated that a very large increase in the number of 
il failures had occurred within the period since high 
peed became common. Reports from many sources were 
lso heard of kinked and bent rails. The fear was 
xpressed that within a few years it might be found that 


gh-speed steam locomotives had ruined a large amount 
f rail by bending it long before it was worn out or other- 
ise ready for renewal. This appears to be much mor: 
reflection on the locomotives than on the track, for well 
lesigned steam locomotives with the comparatively light 
weight reciprocating parts made possible by modern metal 
irgy and design, and proper balancing, ought at high 
speeds to be no more deleterious to the track than older 
ngines with their cruder design at lower speeds.  Per- 
manent ways during the last decade or so have been so 
reatly strengthened, mainly by improving their founda- 
tions, that they are fully capable of withstanding 
high-speed traffic provided the vehicles are suitable for 
the purpose. 


Impropaganda 
Our credulity is continually being strained by thx 
centric theories and speculations of newspaper scribes, 
nd a recent communiqué, alluding to late running on 
the District Line, because of the exceptionally dark 
morning,’ gave it the coup de grace. We have two views 
hereon: (1) a railway official, stung to irony after a bar 
rage of stupid questions from some early-rising passenger 
discharged the above Parthian shot in the hearing of an 
ngenuous newshawk; (2) the brilliant notion germinated 
nd subsequently blossomed forth in the fertile subsoil 
of said newshawk’s brain. It is a matter of indifferenc« 
which of our views is the correct one, but unless this 
ndiscriminate efflorescence is nipped in the bud, or at any 
rate judiciously pruned, we shall one day be told that th: 
lriver of a train completely lost his bearings late at night 
ind took the wrong turning at Hogsnorton Junction; o1 
that another driver despatched a piteous appeal to the 
local control office to provide a pilot, through being, in 
the words of the ancient canticle, afraid to go home in the 
lark. And, apropos canticles, we shall be the first to 
swell the chorus of approval when these imaginative 
ttérateurs deign to pause a moment and ask some person 
in authority to lead them on amidst the encircling gloom 
1 fiction towards the beneficent light of fact. 
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Buenos Ayres Western Railway 


HE crop in this company’s zone during the year ended 
June 30, 1939, showed improvement over the 
disastrous one of the previous year, and gross receipts 
increased by £82,355, or 2-47 per cent. Working expenses, 
however, increased by £107,934 or 3-73 per cent. Alloca- 
tions to renewals funds were charged to revenue to the 
extent of {63,375, whereas in the previous year the expendi- 
ture charged direct to renewals funds was £61,876. The 
balance of the increased, expenditure was due to the 
necessity of placing the maximum number of wagons in 
service. Exchange differences required £216,514, against 
£229,562in the previous year. After providing for all fixed 
charges there is a debit balance on revenue account of 
£103,682. The board has decided to transfer {£125,000 
from the general reserve fund and to carry forward £21,318. 
Consequently, no dividend is payable on the preference 
and ordinary stocks. Some operating figures are compared 
in the accompanying table : 


1937-38 1938-39 
Passenger journeys .. = ‘i 23,585,057 24,864,754 
Tons of goods are os wie 1,761,045 2,108,221 
Average haul, km 203° 66 199° 32 


rain-kilometres re 9,085,000 9,091,000 
Operating ratio, per cent. .. sa 86°56 87°63 
4 + 
864,566 $29,518 


Passenger rece Ipts 
1,318,559 


Goods receipts we re is 1,248,204 
3,340,028 3,422,383 
2,891,094 2,999,028 

448,934 423,355 


Gross receipts 
Working expenses 
Net receipts - we os 
Suburban passenger traffic improved in both classes, 
with a total increase in numbers of 1,338,518 and in 
receipts of £24,704, but there was a fall in main-line and 
Government traffic. Luggage and parcels receipts were 
down £24,241, but livestock receipts were up £33,154. 
In goods traffic the tonnage increased by 347,176 tons, 
or 19-71 per cent., and receipts by £70,355, or 5-64 per 
cent. The principal increase was in wheat, which showed 
advances of 330,267 tons (213-90 per cent.) and of £179,908 
(165-69 per cent.:. The increase in working expenses was 
entirely in maintenance of way and works and _ rolling 
stock. Diesel railcars have been successfully used since 
March 27, 1939, to replace steam trains between Moreno, 
Lujan, and Mercedes, and an improved service will be 
provided for by the summer timetable. Reduced rates 
for general goods on a sliding scale up to a distance of 
940 km. have been in force throughout the year, and 
special wool rates were introduced on January I, 1939. 


* * * * 
Central Argentine Railway 


THE year ended June 30, 1939, follows one of the worst 

recorded in the company’s history. At the end of 
December, 1938, the traffic receipts were still down over 
£600,000. In the ensuing six months, however, the im- 
provement was rapid, and for the complete financial year 
1938-39 the gross receipts, at £9,421,113, were higher by 
£105,851, or 1-1 per cent., than those for 1937-38. At 
the same time the working expenses of £7,174,398 showed 
a reduction of £227,033 or 3-1 per cent., in spite of the 
increased volume of traffic handled, so that the net receipts 
of £2,246,715 were £332,884 _ better. Expenditure 
included £21,601 spent on renewals. Exchange differ 
ences again took a heavy toll of net receipts and required 
£962,984, against £915,040 in the previous year, leaving 
a balance of £1,283,731. This amount, with £32,757 
income from investments, covers all prior charges with 
a surplus of £35,929, and this surplus, together with 
£228,034 brought forward, the directors propose to carry 
forward. As already announced, no preference dividends 
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are to be paid. The accompanying table compares some 
operating results :— 


1937-38 
3,700 
52,214,168 
{2,483,553 
6,263,644 
{5,233,916 

16s. 84d 


1938-39 
3,700 
53,894,942 
2,302,103 
"7,129,062 
(5,607,457 
15s. 83d. 


(Average miles open 
Number of passengers 


Passenger receipts 

Public goods traffic, tons 

Public goods traffic, receipts ae 
\verage receipts per ton of goods... 


Public traffic train-miles 14,179,392 14,110,909 
Net profit per train-mile 2s. 84d 3s. 24d. 

Net profit per mile of line £517 5s. O4§d £607 4s. 43d 
Operating ratio, per cent 79-45 76-15 


of passengers exceeded the pre- 
1,680,774 or 3-2 per cent., the 
lower by £181,450 or 7-3 per 


Although the number 
year's by 
receipts were 


vious record 


passengel 


THE RAILWAY 








November 10, 1939 


GAZETTE 


cent., presumably because of the growth of suburban 
traffic and of the increasing use of cheap fare facilit’es 
for main-line travel. Goods traffic carryings were gr: 

by 865,418 tons or 138 per cent., and goods recei 
improved by £373,541 or 7-1 per cent. The most stri 
traffic fluctuations were in wheat and maize. Wheat 
nage increased by 1,615,195 or 163-2 per cent. and 
receipts advanced by £1,164,535 or 181-4 per cent. \ 
tonnage, on the other hand, was smaller by 690,123 
31-1 per cent., with receipts which were lower by £527 

or 46:3 per cent. Sugar and cane receipts improve: 
£45,698 or 34:1 per cent. A saving of £56,620 
effected in the cost of fuel for steam and internal com! 
tion train working, but electric current required £2,7 


more. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Suspended Passenger Services 


Nottingham 
November 2 


To THE Epiror or THE RaAILway GAZETTE 

SIR, rhe paragraph on page 558 of your issue of Octo 
ber 27 regarding suspended passenger services saves one a 

od deal of research, but lest future students seeking con 
temporary evidence should be misled, perhaps you will allow 
me to make tl following observations on the L.M.S.R. 

Vice 

Birmingham Circle Sei rhe circle service from New Street 
to New Street t Handsworth has certainly been withdrawn, but 
there are still trains between New Street and Walsall which call at 


Soho Road and Handsworth Wood, and the only line which has 
actually lost all its trains is the south curve at Perry Barr 

Pontardulais and Swansea Chis service has not been withdrawn, 
but is so reduced that it has been found possible to include all the 
local trains in the Main Line ’’ Craven Arms-Swansea table on 
pages 492-3 of Bradshaw, so rendering the supplementary table on 
page 485 superfluous 

Seacombe and Liscard hese trains were withdrawn on the intro- 
duction of the Wirral electrified services in March, 1938, and the 
war is not to blame 

Stoke-on-Trent and Tyventham Park This line was closed for 
passenger traffic as far back as September, 1929, and while there 
have been a few Sunday trains during the last two summers, the 
\ugust issue of Bradshaw stated that the service would terminate 


after Se ptember 11 Once again, the war is not to blame 

Lime Street and Southport : The through trains conveying Euston 
coaches have been taken off, but there are still local trains to 
\lexandra Dock, and the electric service from Liverpool (Exchange) 
to Southport, so that the short connecting line at Bootle junction 
is the only piece to lose its trains 

Strathaven and Darvel : This line has been closed completely, the 
impending closure having been announced at the beginning of 
\ugust rhe effect of the war was to make the date of closing 
two weeks earlier than had been intended—September 11 instead 
of September 25 

Sheffield, Shivebvook, and Mansfield This is not entirely the 
reponsibility of the L.M.S.R. for all the stations which have lost 
their service are L.N.E.R., either on the former L.D.E.C. or Shef- 
field District lines. The trains were formerly worked with L.M.S.R 
engines and L.N.E.R. coaches. 

Wakefield (Westgate) and Wakefield (Kirkgate) Here again the 
share of the L.N.E.R. in the services withdrawn is greater than that 
of the L.M.S.R. 


In addition to the foregoing, the 
been withdrawn :— 

Liverpool (Central) and Cheadle Heath: The only portion of line 
affected is the curve from Cheadle junction, C.L.C., to Cheadle 
Heath North, L.M.S.R. C.L.C. trains serve all the other stations. 

Kentish Town and Moorgate: All Midland Division City trains 
have been withdrawn 

Marple and Manchester (Victoria) : The through trains from the 
Midland Division to Victoria have been withdrawn, though the 
intermediate stations on the G.C. & Midland Joint line are still 
served by the L.N.E.R. trains between London Road and Hayfield. 
Royston Junction and Thornhill Junction.—The through trains 


following services have 





between Sheffield, L.M.S.R., and Halifax or Bradford have 
withdrawn 

On the G.W.R. there is the withdrawal of the | 
through Birmingham—Bristol train, via Standish and Yat 
to be recorded, which leaves the line between Yate 
Westerleigh junction without a passenger service, and als 


the direct avoiding line at Honeybourne. 

On the L.N.E.R. the impending closure of Woodki 
station was announced during August, and this presumab] 
wccounts for the closure called ‘‘ Leeds, Batley, Dewsbut 
and Ossett ’’ in your table. Batley, Dewsbury and Osset 
are still served from Wakefield and Bradford, and one cai 
reach them from Leeds either via Wakefield or Laisterdyk¢ 

[he replacement of the Finchley and Edgware L.N.E.R 
trains by a bus service has puzzled me. Perhaps you can 
say if this is in connection with electrification and alteration 
of layout at Edgware. 

Yours faithfully, 
*€ MIDRAIL 

The train service on the Finchley—Edgware branch of 
the L.N.E.R. has been withdrawn to facilitate electrification 
and track doubling as part of the £45,000,000 scheme. Thi 
special bus service between these points is being run by 
London Transport at the request (and cost) of the L.N.E.R. 
It was begun on September 11 and is maintained by fou 
single-deck buses.—Eb., R.G.] 


Valve Gears in South Africa 


The last sentence in the penultimate paragraph of the letter 
from the Associated Locomotive Equipment Limited in last 
week’s issue should have read: “‘ Records at this office reveal 
a recent case in which reduction of the blast cap from 5} in. to 
4% in. permitted a reduction of the cut-off to 5 per cent., and 
of the coal consumption from more than 500 to less than 400 
shovels per trip.’’ Owing to a printer’s error in dropping one 
complete line of type this sentence was rendered unintelligible. 


The Centenary of “ Bradshaw ” 
60a, Green Lane, 
Northwood, Middlesex 
November 3 
To THE Epitor oF THE RaILway GAZETTE 

Srr,—Allow me to congratulate you on the publication of 
Mr. Charles E. Lee’s article on the centenary of ‘‘ Brad- 
shaw.’’ It is of course far and away the best of any written 
(and I have, I believe, received them all from a news cut- 
ting agency) and is extremely interesting. 

The author states that he has not located a November, 
1839, No. 3 Bradshaw. There is one in the Guildhall 
Library (Corporation of London), E.C. Some years ago it 
was photographed and I am enclosing the print. Since then 
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ie Hills > wile.» 


| have obtained an issue of November, 1839, in good con 
lition for my own collection. 
nother interesting Bradshaw 
ws Railway Time Tables in sheet form. 
ivertised in Bradshaw's Guide. For example, 
s the advertisement in the January, 1843, issue: 


publication was Brad 
They were 
the following 


lhe Railway information contained in this work is arranged as 
heet, and issued on the first of every month price three pence : as 


Bradshaw's Railway Time Tables 


Exhibiting at ONE VIEW the hours of departure and arrival of 
the trains on every railway in the kingdom: and are particularly 
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adapted for Counting Houses and places of business generally. 
Parties at a distance desirous of purchasing the sheet may do so by 
inclosing Five postage stamps to the Publishers.”’ 

One of these sheets in the British Museum collection, 
namely, that for 9th Mo. (September) 1842, price 3d., is 
3 ft. 2 in. long x 2 ft. wide. 

Yours faithfully, 
REGINALD B. FELLOWS 


Whyte System of Symbols 


Westminster, S.W.1 
October 10 
To THE EpiroR OF THE RaILWay GAZETTE 

Sir,—It may seem a very minor point, but I would wish 
to call attention to the increasing laxity with which this 
system is applied at the present time. I refer particularly 
to the new P.RR. passenger engine which seems to be 
referred to universally as the 6-4-4-6 type. 

Separation of the driving wheels into two uncoupled 
groups is no new thing, for all the Webb three-cylinder 
passenger compounds, to mention no others, had a similar 
arrangement, with the sole exception that the driving axles 
in each group were half the number of those in the Penn- 
sylvania engine. Yet, if my memory serves me, the Webb 
engines were seldom if ever referred to as 2-2-2-0, or 2-2-2-2 
engines, but, when the Whyte system was used at all, as 
2-2,2-0 and 2-2,2-2 type engines. 

I submit that this older method is in every way prefer- 
able, and when added to the existing convention that an 
articulated engine shall have the plus sign between the 
articulated groups, creates a system sufficient to meet all 
requirements, and more universal than the growing method 
of inserting an alphabetical letter for the coupled wheel 
(t.e., 4-6-2 becoming 4-C-2), for the latter system is confined 
to those (admittedly large) parts of the world using the 
Roman alphabet. Even the Crampton engines, those old 
stumbling blocks, can be accurately described by the use of 
the comma, for the symbol 4,2-2-0 for the Crampton 
‘‘ Liverpool ’’ is quite recognisable. The P.RR. engine 
could, therewith, with advantage be known as the 6-4,4-6 
type, and the system be applied generally with advantage. 

Yours faithfully, 
A. CASEY 











THE SCRAP HEAP 


ARMISTICE DAY 


\ schoolgirl, asked what she knew 
about Armistice Day, said: ‘‘ Armistice 
Day occurred on November 11, 1918, 
and since then there has been two 
minutes’ peace every year.’’—Fyvom the 
“ Manchester Guardian. 

* * * 
THE ENGLISH CLIMATE 


“The L.M.S. Railway announces 
that eight main line expresses equipped 
with the improved standard of interior 
lighting recently tried out on a 
London—Heysham express are to be 
put into service at once. The trains 
are as follows :— 

‘“ 10.46 a.m., Euston, Carlisle, and 
Windermere; 2.40 p.m., Euston to 
Liverpool; 4.50 p.m., Euston to Hey- 
sham; 8.5 p.m., Manchester (Exchange) 
to Holyhead; 7 a.m., Heysham to 
Euston; 8.30 a.m., Carlisle to Euston; 
2.10 p.m., Liverpool to Euston; and 
3.25 p.m., Llandudno to Manchester 
(Exchange).’’—‘‘ The Times,’’ Novem- 
ber 6. 








Rat Week: Mr. A. Peacock of the Locomotive Department, Skipton, 
L.M.S.R., who has been rat-catching for 45 years, with his staff. (See 
editorial note at page 598) 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


WESTERN AUSTRALIA 


Government Railways’ Finances 
in 1938-39 

During the twelve months ended 
June 30, 1939, the loss in working the 
Government Railways proved to be 
£313,226 as compared with only £19,951 
in the previous fiscal year. The retro- 
gression thus £293,275, of which 
£78,707 are accounted for by reduced 
earnings Working expenses and the 
operating ratio increased by £201,656 
and 7-22 per cent. respectively, bringing 
the 1938-39 figure up to 80-90 per cent. 
Nevertheless, the surplus of gross earn- 
ings working expenses totalled 
£687,573 or 2-6 per cent. upon capital 
outlay, but the interest bill of no less 
than £1,000,799 was responsible for the 
final loss on the year’s working men- 
tioned above 


was 


over 


Fall in Traffics 

Due to lack of markets overseas, the 
wheat tonnage declined considerably, 
but the heaviest fall was in timber, 
only 317,339 tons being railed as against 
403,666 tons in 1937-38; this was 
responsible for a drop in earnings of 
£60,680 earnings fell by 
£21,906 


Coaching 


Reasons for Increase in Expenditure 

Despite economies effected wherever 
possible to offset the drop in earnings, 
uncontrollable expenditure has placed 
an additional burden on the department, 
the effects of which cannot be passed on. 
Chief amongst these were rises in the 
basic wage, which eftected increases in 
wages and salaries from July 1, 1938, 
and July 30, 1938, respectively, the 
cumulative effects of which adversely 
affected the department’s finances for 
the year by over £130,000. A further 
rise of Is. Id. on March 1, 1939, repre- 
sented a further increase of approxi- 
mately £16,000 per annum to the wages 
bill New industrial awards covering 
the various employees of the depart 
ment were issued by the Arbitration 
Court during the year, each of which 
added a little to the department's costs. 

higher price of coal 
incidence of increased 
certain 
Interest charges 


£12,912 as 


Other costs were 
due largely to 
basic wage), increased cost of 
materials, sleepers, &c. 
increased the year’s loss by 
compared with 1937-38. 
Train-miles run during the year 
increased by 186,598, due largely to a 
full year’s operation of the six diesel- 
electric railcars mainly used to displace 
mixed trains, and a good deal of the 
mileage in connection with them is, 
therefore, additional mileage. 
Staff—New 
\fter an application by the Railway 
Officers’ Union for a new industrial 
award covering the wages and con- 
ditions of employment of its members, 


Salaried Award 





the Railways Classification Board 
(formed under Act of Parliament) met 
and heard evidence in support of its 
claim by the union, and counter evi- 
dence by the department’s represen- 
tative, and on June 3 issued a new 
award. The award covers all members 
of the salaried staff, with the exception 
of heads of branches and sub-heads, and 
the railway professional officers. No 
increases were granted in rates of pay, 
but the conditions were altered in a 
few minor instances, the financial 
effect being small. 


Mechanical Coaling Plants 

During the past few years c msiderable 
progress has been made in Western 
Australia in the matter of improved 
coaling facilities at the principal loco- 
motive depots. The old system was 
to transfer the coal from open trucks 
to an elevated coal stage by means of 
a crane and grab which, besides being 
cumbersome in operation, had a very 
detrimental effect on trucks owing to 
the heavy blow dealt to the truck by 
the grab. Heavy maintenance costs 
to trucks thereby incurred, par- 
ticularly to the top boards. The new 
method obviates the use of the crane 
and grab, the coal being tipped from 
trucks into a hopper pit, whence it is 
conveyed by means of a bucket elevator 
into the elevated coal stage. The new 
method wherever installed has proved 
economical in operation, reducing the 
labour cost in handling the coal, while 
efficient and time-saving 
coaling of engines. 
3esides this, the damage previously 
done to trucks has been eliminated, 
while maintenance of the coal stage 
itself is lower. The cost of installation 
of each of the plants is in the vicinity 
of £2,500, although this is increased 
or decreased according to the size of 
the plant and also local conditions, 
type of earth to be excavated, &c. 

Further installations of these plants 
are proposed during the current financial 
year, and the work will be continued as 
finances permit until all the main 
depots have been provided with this 
up-to-date facility. 


were 


giving more 
service in the 


INDIA 
War Transport Board 

A War Transport Board has been set 
up under the Member for Communica- 
tions in the Viceroy’s Executive Council 
for the purpose of securing co-ordination 
of the different forms of transport neces- 
sary for the successful prosecution of 
the war. Sir Guthrie Russell and Mr. E. 
Ronson, I.C.S., have been selected Pre- 
sident and Secretary, respectively, of 
the board. A representative from each 
of the following departments of the 
Government of India has been nomi- 
nated on the board: Railway Board ; 
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Quarter Master General’s Branch, A 
Headquarters ; Flag Officer Comma: /- 
ing, Royal Indian Navy; Comn 
Department; and the Defence - 
ordination Department. 


Unremunerative Railways 

Of the ten branch line railways w!) 
revenues have been adversely afte: 
by road competition, the Rail 
Board has come to a tentative dec 
that four of these, namely, the Roh 
Gohana-Panipat, in the Punjab, and ¢ 
Madura-Bodinayakanur, Salem-Mett 
dam, and _  Vriddhachalam-Cudda 
lines, in Madras, are not to close di 
The question of the other six li 
namely, the Kangra Valley, Lyall; 
Jaranwala, Coconada-Kotipalli, Tir 
pattur-Krishnagiri, Morappur-Hos\ 
and Shoranur-Nilambur branches 
still under examination. 


Pacific Locomotives Discussed in 
Legislative Assembly 

On September 11, the central 
Assembly took up the discussion of th 
report of the Pacific Locomotive Com 
mittee, which was moved by the Rail 
way Member on August 30, but 
adjourned to afford the members time 
to study the report. An amendment 
which sought to characterise the put 
chase of 218 ‘‘ X’’ class Pacific en- 
between 1925 and 1928, as 
unwarranted and a huge waste of 
public money, was rejected without a 
division. 

Criticism directed ‘to the 
tinued purchase of engines that proved 
defective even after numerous modifi 
cations. Mr. Miller, on behalf of the 
European group, stressed the import 
ance of rigid adherence to the 


gines 


was con- 


‘safety first principle in the pur 
chase of engines for the Indian rail 
ways. The committee, he said, had 
found that the Railway Board was 


responsible for the purchase, in quan 
tity and without extended trial, of a 
class of locomotive which had proved 
unsuitable to the Indian track. After 
due consideration of the position of 
the board with regard to standardisa 
tion and fuel economy, the committee 
had found that the board by its deci- 
sion to purchase the engines, in spite 
of the strongly-expressed advice of the 


consulting engineers, took a risk. Sir 
Ziauddin Ahmed spoke of the neces 
sity of India being self-supporting in 


the matter of running her railways. If 
the war continued for a considerable 
length of time, an awkward situation 
might arise for the Indian railways. It 
was for the Railway Board to take up 
the manufacture of locomotives in 
India, in which the prime considera 
tion must be safety: speed was not of 
great importance just now. 


The Government View 
In reply to the debate Sir Andrew 
Clow, the Railway Member, referring 
to the committee’s observations on the 
manufacture of locomotives in India, 
said that circumstances had greatly 
changed since the proposals were first 
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| forward, particularly the cost of 
f ling engines abroad. In regard to 
t} purchase of 


‘*X’’ class Pacific 
notives, he said that the Railway 
B | might be charged with being 


ly optimistic in its expectations 
( raffic. If it had erred in that 
t, it had done so in good com- 


1 for he could think of several 
1 and _ non-official projects of 
expansive years, which later 


d to be very far from gold mines. 


Summing up, the Railway Member 
5 that it was always very difficult 
idge one’s predecessors. Every 
was a fool to his successor. The 


nittee had made it clear that, in 
pinion, there was an error of judg- 
t in neglecting the warning of con- 
engineers and in _ proceeding 
the purchase, without trial, of so 


z ting 


engines at one time. With its 
wledge and the close attention it 
siven to its task, the committee 
perhaps, in a better position to 


e than any member of the House. 
Sir Andrew Clow was prepared to leave 
t that. 


Travel and Transport Exhibition 
[he Passenger & Traffic Relief Asso- 
tion of Bombay and the Bombay 
inch of the Indian Roads & Trans- 
rt Development Association are col- 

hold a Travel & Trans- 

rt Exhibition in Bombay in 1940. 


rating to 


I exhibition, which the organisers 
pose to model on the lines of the 
British Industries Fair, will have for 


its object the demonstration of every 
spect of travel and transport, so as to 


ring into prominence both the pro- 
sress achieved in modern times and 
problems that await solution. The 


raphic display of the various methods 
passenger and _ goods _ transport 
from the days of the palanquin and 
ick horse to the -modern electric 
train, automobile, and aeroplane, will 
provide an interesting feature in which 
harts, maps, and drawings will afford 
idditional material for the student of 
transport development in India 
through the ages. 


Spur Line to Coimbatore, 
South Indian Railway 

Singanallur on the South Indian 
Railway broad gauge main line between 
Erode and Podanur has now been con- 
nected by a short link with Coimbatore. 
This chord, which was opened for traffic 
from October 1, enables through running 
from Madras to Coimbatore and Mettu- 
palaiyam, for the hill resorts of Conoor 
ind Ootacamund, and the Blue Moun- 
tain express and other passenger trains 
now run direct via the new link. 

[It is also proposed to extend the metre 

iuge line from Podanur to Coimbatore, 
vhich will then be served by both 
gauges of the railway. These exten- 
sions form integral parts of a compre- 
hensive scheme of remodelling under- 
taken at Coimbatore to provide amen- 
ties in keeping with the importance of 
the city as a premier industrial centre 
in the Madras Presidency. The first 


New 
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stage of the remodelling has already 
been completed at a cost of Rs. 8 lakhs, 
and a beginning has been made with 
the second stage which is estimated to 
cost Rs. 19 lakhs. 


Flood Damage in Central Provinces 


Due to heavy and continuous rain, 
portions of the railway formation be- 
tween Belghana and Khodri stations 
on the Bilaspur—Katni broad-gauge 
section of the Bengal-Nagpur Railway 
were washed away, resulting in the 
derailment on September 7 of a goods 
train between Belghana and Khong- 
sara. The engine and two third class 
bogies of a down passenger train were 
similarly derailed on the same date. 
The fireman and seven third class pas- 
sengers were slightly injured. The 
derailments and the breaches rendered 
transhipment impossible and through 
running of trains had to be suspended 
for a few days. 


The 2-ft. 6-in. gauge line between 
Nainpur and Keolaree, also on the 
B.-N.R. was badly breached by floods 


and through train services had to be 
suspended for three or four days 


CEYLON 


Fewer Trains from October 

Train services 07 all sections of the 
Ceylon Government Railway are being 
curtailed as a retrenchment measure 
from October, the beginning of the new 
financial year. This applies particularly 
to the coast line and on the Matale and 
Kelani Valley lines. The idea is to cut 
down non-paying mileage and bring 
about a considerable saving in the 
operating expenses. On the coast line 
section, more extensive use will be made 
of railcars in the place of trains with the 
same object in view. 

In this connection provision has been 
made in the draft estimates for the new 
financial year for several diesel railcars. 
Owing to the war, however, these rail- 
cars may not arrive in Ceylon for some 
time yet. 


Control of Coal and Diesel Oil 


In view of the outbreak of war, 
Government is assuming control of 
stocks and supplies of coal, furnace oil 
and diesel oil stored in the Port of 
Colombo, with the object of insuring, so 
far as is possible, regular supplies to 
ships and to industrial consumers in 
Ceylon. 


Attempt to Retain Uda Pussellawa 


Line 

Yet one more attempt is being made 
by the Nuwera Eliya Urban District 
Council to retain the railway from 
Nanu Oya to Nuwera Eliva. The council 
has deputised the Chairman, Mr. T. W. 
McLachlan, to interview the Minister of 
Communications and Works in person 
and see what can be done. It will be 
remembered that the State Council had 
decided to abandon the Uda Pussellawa 
Railway from 1940. 

At a meeting of the Nuwera Eliya 
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Council it was stated that the council 
felt, as a body, that the railway should 
be maintained up to Nuwera Eliya. 
Most members said that, according to 
the information they had obtained, the 
section from Nanu Oya to Nuwera Eliya 
was paying its way. It was pointed out 
that the authorities were led to believe 
that the railway was run at a loss be- 
cause calculations were made from 
Nanu Oya to Nuwera Eliya only. They 
omitted to take into account passengers 
coming from stations other than Nanu 
Oya to Nuwera Eliya. 


EIRE 


Railway Station Gardens 

Sir Walter Nugent, Chairman of the 
Great Southern Railways, recently pre- 
sented the prizes awarded, on the 
advice of the company’s agricultural 
expert, for the _ best-kept station 
gardens. Five prizes were given for 
each of the seven areas into which the 
railway is divided for this purpose, or 
35 in all. First prizes were awarded as 
under. The figure against each indi- 


cates the number of the area: Goold’s 
Cross (1), Dromod (2), Carrickmines 
(3), Cahir (4), Killeagh (5), Nenagh 


(6) and Ballinrobe (7). 

[Special mention has been made in 
the press to the merits of Nenagh 
station, Co. Tipperary, and on page 
614 we publish an illustration of the 
platform garden there.—Ep., R.G.] 


UNITED STATES 


Re-location of S.P.RR. to avoid 

Shasta Dam Reservoir 
On page 154 in THE Rattway 
GAZETTE of July 22, 1938, appeared a 
brief description of the manner in 
which the building of the great Shasta 
dam in California necessitated the 
diversion of the Southern Pacific main 
line north of Redding, as its present 
alignment ran at the level of the foot 
of the dam and thence along the 
bottom of the Sacramento’ River 
valley which the dam would convert 
into a great lake. 


Cost Borne by Bureau of 
Reclamation 

In order to raise the line clear of 
the future lake, the Bureau of Recla- 
mation has undertaken to pay for the 
construction of a new high-level line 
and for part of its maintenance during 
the first five years it is open for traffic. 
Construction work under the bureau 
began last October and is expected to 
be finished by September, 1941. 
Trains are already running through the 
dam site by a tunnel piercing the west 
abutment, and will continue to do so 
until the existing line is abandoned 
in favour of the new one, when this 
tunnel will be plugged. 


Reasons for Choice of Alignment 


The survey for the future diversion, 
which will be 30 miles long, had to 
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solve the problem as to whether this 
line should run to the east or to the 
west of the lake. The latter was first 
favoured, but eventually, despite the 
necessity for a big bridge over the Pitt 


River, estimated to cost $6,000,000, 
the eastern alignment was finally 
selected. The western route would 


have involved three long tunnels aggre 
gating about 5 miles in length, and 
these made the provision of crossing 
loops difficult. Also the hillsides, un 
like those on the eastern alignment, 
have been denuded of vegetation and 
are, therefore, treacherous and liable 
to slips and landslides; there were 
other good reasons favouring the 
eastern as opposed to the western 
alignment, including that of cost. 


Some of the Works Involved 


The country is rough and hilly and 
construction will be difficult and 
costly, cuttings and embankments up 
to 100 ft. in depth and height are un- 
avoidable. Some 19,000 ft. of tunnel- 
ling are involved, and to cross the 
flooded valley of the Pitt River a 
3,000-ft. bridge, 380 ft. in height and 
including a 630-ft. cantilever and two 
492-ft. anchor spans is required. There 
will be a 50-ft. road- and foot-way 
above the railway on this bridge; a 
double line is allowed for across the 
bridge. 


Existing and New Lines Compared 


The following is a comparison, in 
ertain respects, between the old and 


new lines:— 


Old line New line 
Length 37 miles 30 miles 
Total curvature 7,129 deg. 2,015 deg. 
Maximum curve rad. 8 ch. 22 ch. 
Ruling gradient 1 in 100 lin 111 


The summit level is, however, 100 ft. 
higher on the new than on the old 
line. The bureau is carrying out the 
whole work except the track laying 
and signalling, for which the railway 
will bill the bureau, according to our 
American contemporary, Engineering 
News-Record. 


Old Rails Welded to Form Piles 

[he Engineering Department of the 
Southern Pacific Railroad under Mr. 
W. H. Kirkbride, Chief Engineer, has 
recently being putting old rails to good 
use by the aid of welding. Three rails 
f from 30 ft. to 39 ft. in length have 
their heads welded together, Manxwise, 
to form a very useful steel pile. The 
three heads are secured by three welds 


3 rails at 62 1b, 304? long 
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2 ft. long at each end, and by inter- 
mediate 6-in. welds at 2-ft. intervals 
throughout their lengths, as shown 


in the accompanying sketch, ex- 
tracted from our American’ con- 


temporary, Engineering News-Record. 
These piles are used extensively for 
foundation work, bridge abutments and 
piers, and have proved quite satis- 


factory. The sketch below shows the 
arrangement of the rails and positions 
of the welds. 


COLOMBIA 


Financing the Railway Programme 


According to The South American 
Journal, a Bill is before the Colombian 
Congress for the issue of national rail- 
way bonds up to 15,000,000 pesos, or 
the equivalent in foreign currencies. 
The proceeds would be devoted to the 
completion of the railway programme 
approved by Law 204 of 1936, calling 
for the construction of the La Virginia- 
Alejandro Lopez section of the Western 
Trunk Railway and Armenia, the exten- 
sion of the Narifo, the Northern 
Central and the Girardot-Tolima-Huila 
Railways, and the erection of central 
railway workshops and a new terminal 
at Bogota. The bonds would be issued 
in amounts not exceeding 4,000,000 
pesos in any one year. They would be 
direct obligations of the nation, with 
certain tax exemptions and redeemable 
in a period not exceeding 20 years. The 
Bill also provides for the abolition of 
many gratuitous travel concessions. In 
the preamble it is stated that the 
National Railways Administrative Coun- 
cil had expended up to May 31, 1939, 
4,948,074 pesos in the execution of the 
railway construction programme ap- 
proved by the 1936 Act. Of this amount 
1,000,000 pesos had been obtained from 
a loan, and 780,000 pesos represented 
the net profits accrued to the State 
from the operation of the wagon The 
balance of 3,168,074 _— the Govern- 
ment still owed to the National Railway 
\dministrative ( ‘ouncil. 


SPAIN 


Projected State Railways 
The railway construction programme 
of March 5, 1936, which was of necessity 
deferred, has now again been brought 
into prominence by the publication in 


the Madrid Boletin Oficial of October 6, 
of an Order dated September 11, re- 
Railway 


organising the Survey and 
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Construction Department. The depart- 
ment is now to consist of five regional] 
headquarters, and the railways under 
construction or being surveyed wil 
apportioned between them as follow 


Section 1 


Madrid-Burgos - a ee 3 89 
Madrid connecting line °S 
Cidad-Santander a “4 
Toledo-Bargas er es a 8 
Madrid-San M:z wtin de Valdeiglesias y 

Valle del Tiétar.. 7 
Torrejon-Tarancon 
Villacafias-Santa Cruz 
Bilbao connecting lines 


Section 2 

Baeza-Utiel us * a : $4 
Utiel-Teruel ete os *- ste 
Cuenca-Utiel a a a . li 
Alicante-Alcoy 5 
ett Pinilla - he d 

\ guilas-Cartagena i - ” s 
Murcia-Caravaca ‘ sls 
Murcia-Zaraiche station appr ach 


5 7 
Section 3 
} ' 
Zuera-Oloron (Canfranc Station) re 
Lérida-Saint Girons A Mer Ee 152 
ora Ax les Thermes . ne 52 
Val de Zafan-San Carlos de la Rapit we 115 
Teruel-Alcaniz sie 163 
Alcaniz-Lérida ae Ks a on 115 
Soria-Castejon is cas ; 103 
Barcelona connecting lines 
700 
Section 4 
kn 
Zamora-Corunna .. a + os 459 
Ferrol del Caudillo-Base Naval de Ferrol 
del Caudillo-Gijon on ne at 312 
771 
Section 5 
Kn 
Jerez-Almargen .. = oe is 120 
Huelva-Ayamonte 's 64 
Talavera de la Reina-V ill unueva de la 
Serena .. aa a i rs 188 
Puertollano-Cordoba aa ém ia 118 
Puertollano-La Carolina .. xe 3 
Malaga-Algeciras .. : - - 110 
Plasencia-Castello Branco ms - 73 
673 


Though some of these lines are not 
likely to be constructed in the immediate 


future, others, such as the Zamora- 
Corunna (through General Franco’s 
native province) are already under 


construction, and work on the Madrid 
Burgos—the completion of which would 
appreciably shorten the journey to the 
north—is expected to begin shortly 
The Cidad-Santander line is the pro- 
posed extension of the Santander 
Mediterranean Railway and will com 
plete the direct route from Madrid 
via Burgos. 3y converting the narrow- 
gauge Ontaneda Railway to _ broad 
gauge, the gap between Cidad and 
Santander may be considerably short- 
ened. In the south, the Cuenca-Utiel 
scheme is the missing link required to 
complete the long-talked-of Valencia- 
Madrid direct line. Another important 
project in the south, although shorter, is 
the Huelva-Ayamonte line, the com- 
pletion of which will facilitate com- 
munications with Portugal. 


em 
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IMPORTANT HIGH-PRESSURE LOCOMOTIVE TESTS 


Comparative tests have revealed important results 
and indicate the need for further research 


By E. L. DIAMOND, M.Sc.(Eng.), Assoc.M.Inst.C.E., A-M.I.Mech.E. 


= N recent years the German State Railway has built a 
number of simple-expansion locomotives of various 
types with a boiler pressure of 294 Ib. per sq. in. 

20 atmos.), following an experimental compound loco- 

otive with a pressure of 368 lb. per sq. in. (25 atmos.). 
he boilers of all these locomotives are of the ordinary 
tephenson type, and that of the compound locomotive, 
mstructed of special steel, represents about the limit of 
ressure for which this type of boiler can at present be 
lesigned. The pressure of the subsequent locomotives 
vas reduced to 294 lb. per sq. in. in order that a reversion 

) simple expansion might be made. Extensive tests have 

een carried out with these locomotives, of which Professor 

Nordmann published a summary last year.* The tests 

vere mostly conducted by the constant-speed method. 

The locomotives tested range from a small tank engine 
if the 2-4-2 type to the hitherto largest locomotive of the 

;erman State Railway—a 3-cylinder 2-10-2 fast goods 

engine capable of exerting 2,800 i.h.p. at 37 m.p.h. 

60 km.p.h.) under the so-called “‘ full-load ’’ conditions 

(which according to German practice is an evaporation 

rate of 57 kg. of steam per hr. per sq. m. of heating 

surface). 
The first feature of the test results to strike one is that 
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the high boiler pressure does not give a decisive increase 
in efficiency to all the locomotives. Fig. 1 reproduces a 


* Ovgan fiir die Fortschritte des Eisenbahnwesens, 1938, vol. 
12, page 223 


2-cylinder Engine 


comparative set of curves showing the specific steam con- 
sumption (i.h.p.hr.) for the 294-lb. locomotives and other 
locomotives with boiler pressures of 235 and 206 lb. per 
sq. in., as well as the 368 lb. compound locomotive 
already mentioned. The impression gained is that the 
high pressure is a decided factor towards higher efficiency, 
but that other factors are exerting a commensurate 
influence on the steam consumption. 

A more direct, indication of the influence of high pressure 
is afforded by the testing of the same locomotive at the 
full steam pressure and at a reduced pressure of 206 lb. 
per sq. in., so that all other factors were constant. This 
was done in the case of two locomotives, both 2-8-2 tank 
engines and identical in all respects save that one has two 
cylinders and the other three. Table I gives the indicated 
horse-power and steam consumption at three different 
speeds. In the case of the three-cylinder engine the 
improvement in efficiency due to the higher pressure 
decreased from 12:5 to 2:4 per cent. as the speed increased, 
and in the case of the two-cylinder engine from 14-7 to 6-1 
per cent. Thus at speeds of over 35 m.p.h. the saving on 
an indicated horse-power basis is very small. But this 
is not all: with the higher boiler pressure the mechanical 
efficiency was lower and the steam consumption per 
drawbar horsepower-hour was actually higher for both 
engines at the higher speeds. 

The results for these two engines are of great interest 
as affording also a direct comparison between two- and 
three-cylinder propulsion, other things being equal. The 
two-cylinder engine is appreciably more economical than 
the three-cylinder, the percentage saving in steam con- 
sumption varying from 8 to 10-4 per cent. at 19 and 
37 m.p.h. respectively. The curves published indicate 
that, the coal consumption varies almost in exactly the 
same way, so that the three-cylinder engine does not 
appear in this case to enjoy any compensating advantage 
in improved boiler efficiency. On the other hand it is 
the three-cylinder design that has been perpetuated, solely 
on the grounds of the more even turning moment, which 
was of considerable importance for this class. 

Taking the tests as a whole, they throw much light on 
the reasons why overall results can be so deceptive, and 
indicate the direction in which further research must be 
made to find the true causes of the variable results which 
locomotives of apparently similar design may give. We 


TABLE I—CoMPARATIVE RESULTS FOR Two IDENTICAL 2-8-2 TANK LOCOMOTIVES WITH TWO AND THREE CYLINDERS RESPECTIVELY 
AND AT Two DIFFERENT BoILER PRESSURES 


3-cylinder Engine 





206 Ib. per sq. in. 294 lb. per sq. in. 206 Ib. per sq. in. 294 lb. per sq. in. 
Speed, 
m.p.h. re 
Steam Steam Steam Steam 
consumption, consumption, consumption, consumption, 
I-h.p. lb. per kp. lb. per L.b.p. lb. per Lap lb. per 
i.h.p.-hr. i.h.p.-hr. i.h.p.-hr. i.h.p.-hr. 
19 1,610 16-42 1,890 14-00 1,529 17-39 1,741 15-21 
25 1,830 14-45 2,090 12-67 1,768 14-96 1,970 13-68 
37 1,940 13-62 2,070 12-79 1,811 | 14-58 1,895 14-25 
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have here a series of nine different locomotives, all carry- 
ing a high boiler pressure of 294 Ib. per sq. in., from which 
a substantial improvement in efficiency was hoped. In the 
result, the improvement realised varied greatly, not only 
from locomotive to locomotive, but also at, different speeds 
with the same locomotive. Nothing could make clearer 
that the performance of a locomotive is the result of an 
intricate tangle of factors and that to obtain exact control 
over performance by the designer, each of these factors 
will have to be traced out quantitatively. It is clear that 
in the tests under review some of these unknown factors 
are exerting an influence commensurate with that of an 
increase of boiler pressure of nearly 100 Ib. per sq. in., 
and capable of entirely nullifying the designer’s intentions 
in drawing up his specification. 

Dr. Nordmann frankly states that the German 
authorities were disappointed with some of the results 
obtained. He fully recognises, of course, the existence of 
the factors referred to, and attempts to identify them. 
Table II is a reproduction of his own table embodying 
the data for his theory. He claims that the variation in 
the specific steam consumption is due to (1) radiation loss 
from the cylinder walls and ends and (2) the clearance 
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the particular quantity and state of the steam entering 
the cylinder. This could have been calculated from ‘he 
test data, but the published data are insufficient to en 
the reader to do it for himself. It is greatly to be re- 
gretted that the practice adopted in the case of 
Altoona tests of publishing the complete data, with 
particulars and drawings of the locomotives concern: 
has not been followed since. The cost of such publi 
tion is a fraction of the cost of the testing equipment and 
of carrying out the tests, but the ultimate value of 
tests in the long run is immeasurably reduced by wit 
holding the full data. The importance of this has lo 
been accepted in the wider scientific world. 

The other factor advanced by Dr. Nordmann in « 
planation of the discrepant results is the varying clearan: 
space. Here again it is quite impossible for the read 
to appraise this effect independently. So far as the pul 
lished data go, it appears to be little more than a met 
guess. Dr. Nordmann may of course have sound reason 
for advancing this explanation, but as a serious contribu 
tion to the knowledge of locomotive performance its valu 
is uncertain unless the basis of those reasons is given i! 


full. 


TaBLeE II—CoLiaTED Test RESULTS AND CYLINDER PROPORTIONS 
T ocomotive ¢ lass O1 03 05 61 71 84002 84003 41 45 
| | 
2 2 » 3 > 2x | 2x 3 x 2 2 | 3 
Cylinder volume dem.* 186-6 168-4 104-9 124-7 49-8 119-5 186-6 152-9 152-9 
Total cyl. vol dcm.* 2 _ 9 a a on wo 
ar theo _ } 1-51 1-66 1-23 1-64 1-48 1-71 1-73 1-50 1-59 
Cyl swept surface cm. ar - i “ 
96 -§ 00-: 3. : 3. 6 6 
Pr tn br on Pca \ 16-8 100-5 119-4 113-5 159-1 113-4 96-8 104-6 104-6 
0-75 be ° 
Clearance space per cent 11-6 { 1-73 y 15 12 14-7 9-84 10-37 { Re: a 
Best steam consumption at 
evaporative rate of 57 kg 
per sq. m. per hr. heating 
surface, Ib. per i.h.p.-hr 13-88 13-44 13-67 13-11 14-76 13-41 12-40 13-40 13-00 
space. Dr. Nordmann may of course have more reasons Nevertheless these tests are amongst the most important 
for attributing the variation to these factors than is. carried out in recent years, and the four series of tests 
afforded by a comparison of the figures in Table II. One already particularly referred to, on the two-cylinder and 


such reason is mentioned in the fact that a slightly better 
value for the steam consumption of a streamlined engine 
was found as compared with an identical engine non- 
streamlined, where the cylinders were not well protected 
from the wind. Nevertheless, on the evidence afforded 
by the results as published, the writer finds it hard to 
accept this explanation as conclusive. The heat lost by 
radiation can only be a small percentage of that con- 
tained in the steam in the cylinder. Dr. Nordmann 
himself points out at the end of his article that a further 
increase of steam temperature, as the German tests have 
shown, cannot bring any further improvement but would 
only increase the temperature of the exhaust steam. This is 
in agreement with the conclusion drawn by the writer 
over ten years ago from his own investigations, and is 
confirmation that the cylinder radiation loss is moderate. 
If this is so, relatively small variations in the ratio of 
cylinder wall surface to volume could scarcely have so 
great an effect on steam consumption. The writer suggests 
that the apparent connection of this ratio with the steam 
consumption is a contingent one and is due to the fact 
that the larger ratio usually goes with smaller cylinders 
with less favourable steam passages, in which the throt- 
tling effect at exhaust may be expected to be greater. 
Several indicator diagrams are reproduced with the 
article, but they also are insufficient to afford conclusive 
evidence. The ordinary indicator diagram is deceptive in 
the absence of any indication of the true expansion line for 





three-cylinder 2-8-2 tank engines, do go far enough to 
indicate definitely where the causes of the varying results 
must be looked for. Dr. Nordmann regards the steam 
consumption per indicated horsepower-hour as the most 
important criterion, and for the purposes of these tests 
he is undoubtedly right in this. The relationships of the 
fuel consumption, and the drawbar horsepower to the 
steam consumption and the indicated horsepower respec- 
tively, show gradually decreasing boiler and mechanical 
efficiencies and can be well accounted for. To recapitulate, 
then, these four tests prove : — 

(1) That the increase in the cylinder losses consequent 
upon the higher pressure, approaches with increasing speed 
the point at which they entirely nullify the gain in effici- 
ency due to an increase of 100 lb. per sq. in. in the 
boiler pressure, in the case of the locomotives tested. 

(2) That the cylinder losses are appreciably greater in 
the three-cylinder engine than in the two-cylinder engine 
at the lowest speed of the tests, and that their increase 
is considerably more rapid in the three-cylinder engine. 

These facts, in the writer’s opinion, afford confirmation 
that it is still to the cylinder losses that locomotive research 
should primarily be directed. Means must be found for 
analysing quantitatively these losses; mere circumstantial 
evidence such as Dr. Nordmann advances in the article 
under notice is not enough. With a test plant those means 
will be to hand. Constant speed testing also, with 
imagination and resourcefulness, can give much informa- 
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tion at present-lacking. In this connection, a most 
resting paragraph in Dr. Nordmann’s article describes 
steam consumption meter supplied by the firm of 
Hallwacks & Langen and built into the regulator pipe. 
The necessity for this arose in the case of the tests of the 
h-speed streamlined engines. The older brake loco- 
tives could not be run so fast, and in their absence the 
tance required to reach the test conditions was too great 
allow of their remaining steady for a sufficient length of 
e to measure the water consumption with any reliability. 
is steam meter appears to have worked very well (the 
inciple is a sharply canted weir, the drop of pressure 
er which is measured by a mercury column). If really 
reliable it would give even to the ordinary indicating test 
in entirely new scope. 

The writer has criticised Dr. Nordmann’s omissions and 

nclusions somewhat freely, but would in conclusion 
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emphasise that the criticism is intended to be constructive. 
There is so much still to be learned about the steam 
locomotive, and nothing to prevent, its being learned if 
investigation is made on the right lines. Dr. Nordmann 
and his colleagues are none the less to be congratulated on 


what they have done, under the usual difficulties 
inseparable from the exigencies of ordinary traffic 
requirements. 


Taken as a whole, these tests are amongst the most 
valuable that have yet been conducted, and the chief 
complaint is that the full data have not been published, 
although the overall results have been disclosed with com- 
plete frankness. That the authorities concerned acknow- 
ledge that they were disappointed with the performance 
of some of the locomotives leaves one with the pre- 
dominant impression that their standard is high and 
reflects only credit upon their work. 








THE RAILWAYS OF ESTONIA 
This Baltic State has a route mileage of 900 miles of railway 
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lines in the country. The Tapa—Valga 
section, 193 km. (121 miles), was opened 
in 1876 and formed part of the Russian- 
built line from Reval to Riga; Valga— Ni A 
Valka are twin towns on the Estonian FZ \\\\ 
and Latvian sides of the frontier respec- 
tively. In 1931, however, a new main 
line was opened from Tartu to Petseri 
and the south-eastern frontier, where 
connection is made with the Soviet rail- 
way to Pskov and Moscow. All these 
lines are on the Russian 5-ft. gauge of 
which there is a total route-mileage of 492 
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(792 km.). There is also an important 
750 mm. (2 ft. 5} in.) gauge system total- 
ling 674 km. (419 miles) in length. The 
longest section of this gauge runs from 





3 
Lavasaare a \= r 
° t))\+ 77) 
Dd { {/ (A sb 
> VS Si oS 
U ~ )) 
Viljandisgemays Qlartul NY “ & 
SS 
Riiselja \ ay, " Ss 
1 Polva_¥ RR 2 
—_ RAN . 
we Puka PEXr\ > 7 
a" x Pet 2 \\ 
Ret + etseri 
aicele of Mace ARG 
AAI Valka pie Voru Irboska oS 
x x Q2, = 
CN wee © FF 8 
r x Moniste a 3 
Reference:— aaa av = 
cm 5/0" Gauge Railways v P he 2 
216” : / /h i 
; a“ = ¢to Riga to Daugavpils ff 











Tallinn to Parnu, on the northern shore 
of the Gulf of Riga, a distance of 335 km. 
(208 miles). It was built by the First 
Russian Supply Railways Company, 
which worked it until November, 1923, when, like all the 
other railways, it was absorbed in the State Railway 
system. In 1927 another narrow-gauge line was opened 
between Parnu and Eidapere, thus shortening the distance 
between Tallinn and Parnu by 115 km. A 95-km. narrow- 
gauge line was also completed in 1931 to connect Rapla 
with Virtsu. 
Rolling Stock and Electrification 

At the beginning of 1938 the broad-gauge rolling stock 
consisted of 104 locomotives, 302 coaches, and 3,554 goods 
wagons and vans; the narrow-gauge stock was 109 locomo- 
tives, 219 carriages, and 2,069 wagons and vans. The 
first 12 km. of the Tallinn—Haapsalu line, as far as 
Paaskula, is the only electrified section in the country, and 
was equipped in 1932 as a 1,500-volt d.c. overhead 
system. On both gauges there are 16 diesel railcars. 

The economic development of the State Railways has 


Map of the railways in Estonia 


followed the course of systems in other countries, rising 
until 1930 and then dropping sharply until 1932, since 
when the receding depression, together with improved 
facilities, had restored prosperity almost to its 1930 zenith 
in 1936-37. Diesel traction, cheap fares and rates, and 
excursions were prominent among these facilities. The 
following figures explain the fluctuations in the financial 
and traffic positions in greater detail :— 


1922 
and 1929-30 1932-33 1936-37 
1924* 
Passengers (thousands) 4,457 9,513 7,953 10,676 
Goods (thousand tonnes) o>. chee 2,687 1,966 2,839 
Passenger receipts (thousands, 
Estonian crowns) 4,269* 5,519 3,914 5,307 
Goods receipts (thousands, 
Estonian crowns) 6,413* 8,523 5,556 7,312 
Working expenditure (thou- 
sands, Estonian crowns) 11,631* 12,629 10,972 12,349 
Operating ratio (per cent.) 101-7* 82-2 106-7 89-7 
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MILITARY AMBULANCE TRAINS 


Numbers of trains to War Office requirements are being converted by the British 
main-line railway companies from existing rolling stock for use both at home and 


overseas. Six trains were completed in 


MONG the emergency preparations worked out in 
detail by the British railway companies at the 
request of the Government, and long before the 

outbreak of war, «were those for the provision of a number 
of ambulance trains for use both at home and overseas. 
The details of design were prepared by the L.M.S.R. on 
behalf of all the main-line railways, and at the outbreak 
of war the companies had already agreed upon the types 
of vehicles they would convert. The general difference in 
procedure from that adopted during the war of 1914-1919 
was that, instead of the various companies then converting 
complete trains, now individual companies specialised in 
particular types of vehicle which were subsequently sent 
to a central point to be marshalled into trains. This pro- 
cedure minimised the variation and quantity of materials 
and fittings to be provided at the respective works and 
facilitated the formation of complete trains within the 
shortest possible time. 

The L.M.S.R. assumed responsibility for the purchase 
and manufacture of material, which was forwarded to the 
different works within a few hours. Further, all the vehicles 
converted were selected from L.M.S.R. coaching stock, and 
these were forwarded to the other companies immediately 
instructions were received from the Railway Executive 
Committee, to enable work to be put in hand without 
delay. Work upon different types of vehicles was under- 
taken at seven railway works of the G.W.R., L.M.S.R., 
L.N.E.R.and S.R. The G.W.R., for example, undertook the 
conversion of 12 coaches for overseas ambulance trains and 
six for home service. The 12 overseas coaches consisted 
of four brake and infectious ward cars, four pharmacy 
cars, and four brake and stores cars. The six ambulance 
coaches for home service were all administrative cars. 

Home and Overseas Trains 

Six trains, comprising a total of 82 vehicles of various 
types, were completed by the four companies and handed 
over to the military authorities in under three weeks from 
the outbreak of war, while work was proceeding simul- 
taneously on further trains. In addition to fittings already 
on hand, every company manufactured large quantities of 
others, including furniture, and this work proceeded con- 
currently with the stripping and reconstruction of the cars, 
many of which had to have new side sections, embodying 
double doors, new partitions, and interior casing. Ambu- 
lance trains for home service are composed of 9 vehicles 
of 7 types, and there are 16 vehicles of 9 different types in 
the standard train prepared for overseas service. All the 
vehicles are 57 ft. long, mounted on four-wheel bogies. 
The trains for home service have vacuum brakes, and stan- 
dard end connections and drawgear, comprising side buffers, 
screw couplings, and communicating gangway connections. 
The trains for overseas service are fitted with Westing- 
house brakes, and couplings and drawgear of Continental 
pattern with special type steam connections for use with 
French locomotives. On the overseas vehicles, also, 
bottom stepboards are fitted to every doorway to give 
easy access to the cars from the ballast, and holding- 
down loops and jacking sockets are fitted to the underside 
of the frame to enable the cars to be transported overseas 
on a train ferry. 

The exteriors of all cars, both home and overseas, are 


under three weeks from the outbreak of war 


painted a greenish khaki colour with a white roof. In 
middle of the roof is painted a large red cross, and a smai!:r 
red cross on a white background is painted in the mid:'« 
of the body on each side. All outside windows are paint: (| 
black. Full electric lights are installed in every compa 
ment and blue lights in the corridor. The lighting is 
arranged that various combinations of lamps may 
switched off or dimmed as desired. All cars are fitt 
with steam radiators, which can be controlled separate! 
and, in addition, independent heating is fitted in cars fi 
the staff and personnel who may be required to live on t! 
train at periods when no locomotive is attached and cor 
sequently no steam is available. Electric fans are fix: 
in every car, and there are also portable fans in the wat 
cars. Large-capacity water storage arrangements are pr: 
vided in every car, and drinking water is available throug! 
out the trains. Every train is fully equipped with cai 
for accommodating travelling staffs of doctors, nurses, an 
R.A.M.C. orderlies. The staff cars are provided with bed 
rooms, dining rooms, and bathrooms for the medica! 
officers and nursing sisters. The organisation of the hom: 
trains is conducted from an administrative car, and of th: 
overseas trains from a pharmacy car. 


Administrative Cars of Home Trains 

The administrative cars (of the home trains) were con 
verted from 57-ft. corridor third class carriages. Every 
such car has an office for the medical officer in charge, 
a pharmacy compartment, a sick officers’ compartment, 
a medical store, a dirty linen store, a kit store, and a 
lavatory. This car has a side corridor from end to end 
with doors to the various compartments. The lavatory 
is of the standard railway type. The sick officers’ compart- 
ment is finished in polished timber and fitted with comfort- 
able seats and folding tables. The medical store, dirty 
linen store, and kit store are all fitted with shelves. A 
white porcelain sink, water boiler with primus stove, 
counter with steriliser and primus stove above, cupboards, 
table, and chair are provided in the pharmacy compart- 
ment. The office is equipped with tables, chairs, shelves, 
and safe. A corner cupboard is fixed at one end of the 
corridor and a 6-gal. tank for drinking water at the other 
end. To alter the corridor third to the administrative 
car, all seats and fittings and four existing transverse 
partitions were removed, and double doors fitted at each 
side and in the corridor partition, to give access to the 
pharmacy compartment. Composition flooring with drain 
plugs was laid in the pharmacy compartment and lavatory. 
A 75-gal. water tank was fitted in the roof at each end 
of the car to supply water to the lavatory and the sink in 
the pharmacy compartment. 


Pharmacy Cars of Overseas Trains 

The pharmacy cars (of the overseas trains) were converted 
from 57-ft. corridor brake-third class carriages, and have 
an office for the medical officer in charge, a pharmacy 
compartment, treatment room, linen room, and-a medical 
store. The pharmacy compartment is situated at one 
end of the car and extends over the whole width. One 
side of this compartment is taken up with cupboard and 
shelf accommodation, while on the other side is a white 
porcelain sink, with a primus stove and a water boiler 
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the middle tier can be lowered, and the carriage used for 40 ta 50 sitting patients 

















Interior of ward car, fitted with 36 spring mattress tunks supported on the body sides in tiers of three, as equipped by the L.N.E.R. 
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Left: Braked infectious ward . 
for an overseas ambulance tra 


as equipped by the G.W.R. 

















Right: Ambulance train supply 
compartment as fitted up by the 
Southern Railway 








Left: Interior of kitchen car for 
supplying meals for both the 
ambulance train staff and patients. 
This vehicle was converted and 


equipped by the L.M.S.R. 
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General view of War Office ambulance train for home service. 
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The vehicles have been converted from L.M.S.R. 


stock at the works of the four main-line railways 


ibove. A flap table and bottle rack are fitted at one end. 
rhe treatment room, situated next to the pharmacy com- 
parment, is equipped with an operating table, shelves, cup- 
boards, a steriliser, primus stove, and bucket sink. A 
large sliding door is fitted to the compartment to allow 
stretcher cases to be carried in from the corridor. The 
office contains a table, chairs, and a letter and paper rack. 
rhe linen room and medical stores are fitted with shelves. 
fo convert the corridor brake-third to the pharmacy car 
involved taking down four transverse partitions, widening 
the corridors to permit of stretchers being carried through 
to the treatment room, and removing all guard’s equipment 
and the hand brake. To facilitate cleaning, composition 
flooring with drainage plugs was laid in the pharmacy 














Interior of compartment with washable upholstery for 
sitting-up patients, equipped by the Southern Railway 


compartment and treatment room. For the supply of 
cold water to the sink in the pharmacy compartment and 
the bucket sink in the treatment room, two 75-gal. tanks 
were installed in the roof of the pharmacy compartment. 
The ward cars are fitted with 36 cots (spring mattress 
bunks) supported on the body side in tiers of three, with 
a central aisle for the passage of stretchers and attendants. 
If necessary, the middle tier can be lowered, and the 
carriage used for 40 to 50 sitting patients. Ashtrays, 
papers, racks, spitting cups, and brackets to support 
portable fans are provided at the side of every patient. 
At the end of every car is a small compartment equipped 
with a sink and cupboard, in addition to lavatory accom- 
modation. A special car is set aside for sitting-up cases ; 








Bathroom on military ambulance trains for home service, 


as fitted up by the L.M.S.R. 
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it is generally similar to an ordinary corridor coach, but 
has washable upholstery. In the same car are two padded 
compartments for mental cases. 

Brake and infectious ward cars were converted from 
57-ft. vestibule brake-third class carriages. Every car 
has a separate guard’s compartment at one end, and an 
attendant’s compartment in the middle of the car with 
two wards for infectious cases on each side of it. The 
guard’s compartment has two seats, hand brake, emer- 
gency tool cabinet, and sand bucket. The attendant’s 
compartment is fitted with two white porcelain sinks, two 
galvanised iron containers for drinking water, and two 
cupboards for ward equipment. Carried in the roof above 
the attendant’s compartment are two 75-gal. water tanks 
which give ample cold water supply to the sinks. Each 
ward is fitted with a tier of three cots on each side ; these 
cots are such that they can be arranged for lying-down 
or sitting-up cases, and when not in use can be folded up 
against the side of the coach. This conversion from vesti- 
bule brake-third entailed the removal of all internal fittings 
and partitions and the provision of new transverse parti- 
tions with sliding doors, new double doors in the attendant’s 
compartment, and laying composite flooring in the atten- 
dant’s compartment and lavatories. 

Brake and stores cars were converted from 57-ft. corridor 
brake-third class carriages. Every car has, a separate 
guard’s compartment at one end, and the rest of the car 
is allocated to a meat store, stores, pack stores, and a non- 
commissioned officers’ sleeping compartment. The guard’s 
compartment has similar fittings to those of the guard’s 
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compartment on the brake and infectious ward cars. 
meat store is lined with zinc and provided with a 
bar and hooks. Adequate ventilation is assured by 
provision on each side of louvres, which are covered with 


ot 


fine gauze to exclude flies and dust. The stores and pack 
stores are fitted with shelves and cupboards. The N.C.(.’s 


compartment is fitted with a tier of three cots on each 
side, which are of the same pattern as those fitted in 
ward cars. In converting the corridor brake-thirds i 
the brake and stores cars, all internal fittings and partiti 
were removed, and five transverse partitions, slidi 
doors, and double doors were provided in the body sid: 
Adequate cooking and water-heating facilities 

installed in the kitchens, which supply meals for both st 
and patients, and there is ample accommodation for lin 
food, and domestic stores. Two such vehicles are provid 
in the overseas trains, one of which embodies a compartm« 
for sitting sick officers. The floors and whole interiors 
all the vehicles are finished in such a way that the tra 
can be kept quite clean, and, apart from the staff, sitting-u 
kitchen, and guards’ compartments, the interior finish 
chiefly in white enamel, thus providing for the servi 
being administered under most hygienic conditions. T! 
principal exceptions are the racks and interiors of the kit 
and store compartments and the inside panelling of sid 
doors, which are stained and varnished. The trains, whic! 
are replete with every necessary convenience and may bi 
described as hospitals on wheels, are in keeping with tli 
high tradition of carriage construction of which British 
railways are justly proud. 


J 








A RECONDITIONED AMERICAN EXPRESS TRAIN 





—* June 4 last the Lehigh Valley Railroad introduced 
a completely reconditioned passenger train known 

as the John Wilkes, for service between New York 
and Wilkes Barre, Pennsylvania, consisting of a stream- 
lined locomotive and nine passenger coaches. _The work 
of reconditioning the rolling stock was performed at the 
Sayre, Pa., shops of the railway company, and by the 
courtesy of Mr. N. W. Pringle, Passenger Traffic Man- 
ager, we are enabled to reproduce a description and photo- 
graphs of the locomotive and train. All the passenger- 
carrying vehicles are air-conditioned and have fluorescent 
lighting, this lighting system having been adopted as stan- 
dard by the railway company. The exteriors of all the 
coaches are finished in black and red, with white striping. 





The locomotive is a rebuilt Pacific which has been stream- 
lined to conform to the general scheme of the train, and is 
finished in the colour scheme used for the coaches. In 
rebuilding, the opportunity was taken of fitting Boxpok 
driving wheel centres, lightweight valve gearing, and high- 
tensile alloy-steel coupling and connecting rods. 

The vehicles comprising the train consist of one mail 
and one luggage van, a smoker with a separate ladies’ 
smoking lounge, three day coaches, a club car and dining 
saloon, and one Pullman chair car. The club car has 


been completely redesigned, a central bulkhead, fitted with 
a door, separating the car into two rooms. One half of the 
coach is equipped with dining tables and a cocktail bar, 
whilst the other forms a lounge furnished with occasional 
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Dining car in the reconditioned John Wilkes train, Lehigh Valley Railroad 


chairs and divans. There are two large linen lockers 
adjacent to the centre bulkhead and a small buffet-kitchen 
behind the cocktail bar at the end of the coach. 

The dining car is fitted with tables of a new type, and 
aluminium-framed chairs. The tables are not provided 
with legs but are supported from the walls by tubular 
brackets, and are so designed as to be easily removable. 
The Pullman car has fixed revolving chairs and a lavatory 
at each end. A varied scheme of interior decoration has 
been adopted, in colours selected to conform to the char- 
acter of the vehicle itself. The ceilings are treated in 
various light colours instead of the more usual white and 
the upholstery, drapery, and carpeting harmonise. 

The fluorescent lighting system consists of covered wall 
reflectors used in connection with frames so made that 
various forms of lighting control devices can be easily 
applied. One of these is an opaque shield in front of the 
lamp; another a translucent plastic shield, and a third a 
system of louvres, the arrangement serving to avoid 
iny obstruction to the lighting effect but adequate 
protection from glare is afforded and the _ interior 
decorations of the vehicles are shown to advantage. 
Some of the coaches are lighted by a continuous line 
of eight fluorescent lamps extending along the centre line 
of the ceiling and in addition to these there are 
two 15-watt lamps in recessed open reflectors in each 
vestibule. These again are supplemented by other light- 
ing effects, in all cases arranged to give reflected light 
designed to reduce the actual brilliancy to as low a value 
as possible. ‘ 

The smoking car, one day coach and the dining car are 
equipped with Frigidaire electro-mechanical air-condition- 
ing and Vapor correlative control. Power is derived from 
1 20-kW 30-volt body-hung generator with belt-gear drive. 
The batteries are Exides of 1,000-amp. hr. capacity. Two 
coaches have Airtemp air-conditioning controlled as 
before, and for these generators, batteries and 
drives are the same as those used in the smoking car. 
The club car has the York system of air-conditioning, also 


with Vapor control. The large car is equipped with the 
Pullman direct mechanical air-conditioning system, and all 
the re-equipped cars are heat-insulated. Automatic Vapor 
control steam heat is used throughout the train. 








A Primary Battery Jubilee 

The present year marks the fiftieth anniversary of the 
introduction of T. A. Edison’s form of Lalande’s caustic 
soda primary battery. Lalande—often mistakenly called 
Lelande in American works—adopted black oxide of 
copper as a depolariser, either supported on or embodied 
with the electro-negative plate; the electrolyte was caustic 
soda and the active element zinc. Copper oxide readily 
gives up its oxygen in the presence of a reducing agent, 
such as hydrogen. The Lalande cell proved to be one of 
the most useful of the single fluid type for certain pur- 
poses, being capable of furnishing fairly heavy currents 
for a considerable period, although its electromotive force 
was low. It was also much more awkward to handle and 
maintain than other cells but obtained a wide use in 
certain services, where its advantages outweighed any such 
difficulties. In America, where track-circuit automatic 
signalling spread extensively long before it achieved much 
progress in this country, the Lalande form of cell was 
found very useful, especially for operating semaphore 
signals in outlying places. It is stated that the first 
low voltage automatic block semaphore, constructed by 
J. W. Lattig, was put te work in 1893 near Phillipsburg, 
New Jersey, and operated by a set of Edison-Lalande cells 
of 300 amp.-hr. capacity. Edison and other inventors 
brought out improvements on the original form of con- 
struction adopted by Lalande, who himself applied his 
attention to the same task, and in course of time several 
variations of the caustic soda battery have appeared, and 
have been extensively adopted. A use for it, of which 
some engineers are now strongly in favour, is in conjunc- 
tion with a.c. supply systems, providing a substantial 
reserve source of power if the main source is interrupted. 
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The prize-winning station garden at Nenagh, Great Southern Railways (Ireland) 


See Overseas paragraph on page 603 
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LoaD To carry 6O tons 


Twelve-wheel G.W.R. unit as used in pairs for carriage of boilers and naval guns 














Anti-aircraft guns on a G.W.R. 34-ft. trolley wagon. These vehicles, designed to carry heavy 
industrial equipment and machinery, such as steamrollers, traction engines, and motor chassis, 
are admirably adaptable for the transport of ordnance 
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PERSONAL 


‘e regret to record the death of 

\ir. William Edward James, who retired 
n the service of the Great Western 
lway 11 years ago. Mr. James was 

rn in 1866 at Baschurch station house 
ere his father was stationmaster, 

| began his railway career in 1881 at 
\Vrexham under Mr. C. A. Roberts. 
ter some time as Chief Clerk he became 
Goods Agent at Saltney and Croes 
vevdd branch, and was later trans- 
red to the staff of the Chief Goods 





Mr. W. 


E. James 


District Goods Manager, Swansea, Great Western 
Railway, 1920-28 


Manager. After a short experience of 
staff work he was appointed Assistant 
Superintendent at Paddington goods 
station, and in 1914 was transferred to 
Swansea as Chief Clerk to the District 
Goods Manager. He became Assistant 
District Goods Manager in December, 
1916, and three years later was ap- 
pointed District Goods Manager at 
Plymouth. Five months later he re- 
turned to Swansea as District Goods 
Manager, and remained in that position 
until June, 1928, when he retired. 

Mr. A. W. Garrett has been appointed 
by the Home Secretary as Chief In- 
spector of Factories in succession to 
Sir Duncan Wilson, who retires on 
December 27. He has served in Lon- 
don, Stoke-on-Trent, Liverpool, and 
Glasgow. 


We regret to record the death on 
November 4 at Whiteabbey, Belfast, of 
Major Hamilton Conacher, C.B.E., Per- 
manent Secretary to the Ministry of 
Labour, Northern Ireland, at the age of 
58. Major Conacher was a son of the 
late Mr. John Conacher, sometime 
General Manager of the North British 
Railway Company. Called to the Bar 
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in 1908, he practised on the South Wales 
Circuit, and later joined the Parlia- 
mentary Bar. He was joint editor of 
Browne and Theobald’s ‘‘ Law of Rail- 
ways.’ Entering the Ministry of Labour 
in Northern Ireland in 1919, he was 
appointed Permanent Secretary to the 
Ministry in 1926. 

Mr. P. G. B. Reyneke, Director, 
South African Government Publicity 
& Travel Bureau, London, has been 
appointed Manager, Publicity & Travel 
Department, South African Railways & 
Harbours. Johannesburg. Mr. Reyneke 
has already left London to take up his 
new appointment. 

Mr. C. W. Harrison has been ap- 
pointed to succeed Mr. Reyneke as 
Director, South African Government 
Publicity & Travel Bureau, South 
Africa House, London. 

Mr. G. W. Brown is retiring from the 
position of Assistant General Secretary 
of the National Union of Railwaymen 
next year. Mr. J. Benstead has been 
elected in his place. 

By a decree issued by the Argentine 
Ministry of Public Works, Dr. G. E. 
Leguizamon, Dr. Angel Sanchez Elia, 
and Messrs. J. Calder Angel, Oscar 
Loewenthal, E. C. Meynell, and W. J. 
White, have been recognised as legal 
representatives of the Buenos Ayres 
Great Southern Railway. 

We regret to record the death of 
Colonel E. G. Pelly, Deputy Chairman 
of John Fowler & Co. (Leeds) Ltd. 

We regret to record the death on 
November 3 of Mr. Vincent Cartwright 
Vickers, who was formerly a Director of 
Vickers Limited. 


Mr. R. de K. Maynard, Chief Operat- 
ing Superintendent and Mr. A. F. Clay, 
Chief Electrical Engineer, Madras & 
Southern Mahratta Railway, returned 
from leave and resumed their duties on 
September 29. 


We regret to record the death at 
Winnipeg, on October 16, of Mr. A. E. 
Warren, Vice-president of Canadian 
National Railways in charge of Western 
Lines, following a major operation. 
Born at Taunton, Somersetshire, Eng- 
land, on June 7, 1874, Mr. Warren 
came to Canada as a young man and 
entered the service of the Canadian 
Pacifiic Railway in 1889. He rose 
rapidly from the ranks as_ railways 
expanded in Western Canada, becoming 
successively Chief Clerk to the General 
Manager, Superintendent, Gereral Super- 
intendent and Assistant to the General 
Manager for Western Lines. From 
January 1 to August 1, 1918, his services 
were lent to the Dominion Government 
as Chief Operating Officer, Railways and 
Canals Department. It was in Novem- 
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ber, 1918, that he was appointed General 
Manager, Western Lines, with head- 
quarters at Winnipeg. In 1925 Mr. 
Warren was appointed General Manager 
of the Central Region with headquarters 
at Toronto and remained there until 
1929, when he returned to Winnipeg as 
Vice-President. 





We regret to record the death, on 
October 26, at the age of 72, of Mr. 
Ernest Frank Fleet, who retired from 
the position of Signal Engineer, North 





Mr. E. F. Fleet 


Signal Enginee1, North Eastern Area, L.N.E.R., 
1923-8. President, Institution of Railway Signal 
Engineers, 1927 


Eastern Area, L.N.E.R., in 1928. Mr. 
Fleet joined the staff of the North 
Eastern Railway in 1900 as a draughts- 
man in the Signal Engineer’s Depart- 
ment at York. In 1905 he was made 
Assistant Signal Superintendent and in 
1910 became Signal Superintendent 
for the Northern Division with head- 
quarters at Newcastle. He was ap- 
pointed Signal Engineer for the whole 
system in 1914, and on the amalgama- 
tion of the railways in 1923 he became 
Signal Engineer, North Eastern Area, 
with headquarters at York. Mr. Fleet 
was President of the Institution of 
Railway Signalling Engineers in 1927. 


L.M.S.R. APPOINTMENTS 

The following appointments 
been approved by the directors :— 

Mr. T. E. Argile, Acting Chief Commer- 
cial Manager, to be Chief Commercial 
Manager. 

Mr. H. E. Horne, Acting Assistant 
Commercial Manager, to be Assistant 
Chief Commercial Manager. 

Mr. W. P. Bradbury, Acting Assistant 
Chief Commercial Manager (Passenger), 
to be Assistant Chief Commercial 
Manager (Passenger). 

Mr. H. P. Aggleton, Assistant District 


have 
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Goods Manager, Manchester, to be Dis- 
trict Goods Manager, Warrington. 

Mr. C. J. Foster, Controller (Passen- 
ger Services) Operating Manager’s Office, 
Glasgow, to be District Goods and Pas- 
senger Manager, Inverness. 

Mr. E. A. Milne, Works Superinten- 
dent, C.M.E. & E.E.’s Department, 
3arassie, to be Carriage and Wagon 
Assistant, Glasgow (St. Enoch). 

Mr. W. A. Norris, Assistant to Dis- 
trict Passenger Manager, 
Sheffield, to be Goods Agent, Birming- 


Goods and 


ham tLawley Street). 

Mr. T. L. Williams, Assistant to 
Works Superintendent for Develop- 
ment, C.M.E. & E.E.’s Department, 


Wolverton, to be Assistant Works 
Superintendent, C.M.E. & E.E.’s De- 
partment, Wolverton. 

Mr. S. Hurst, Stationmaster, Bolton, 
to be Stationmaster, Derby. 

Mr. T. Creighton, Stationmaster, Glas- 
gow (Buchanan Street) to be Station- 
master, Carlisle. 

Mr. W. H. 
Agent Huddersfield 
L.N.E.R.), to be 
(Wellington Street) 

Mr. A. Day, Stationmaster, Bury, to 
be Stationmaster, Bolton. H 

Mr. F. Sutton, Assistant Divisional 
Controller (Freight Services), Office of 
Divisional Superintendent of Operation, 
Crewe, to be District Controller, Rugby. 

Mr. H. H. Marshall, Assistant District 
Controller, Saltley, to be District Con- 
troller, Gowhole. 

Mr. H. W. King, Stationmaster and 
Yardmaster, Carnforth, to be Yard- 
master, Garston. 

Mr. W. O. Roberts, Joint Goods 
Agent, Macclesfield (L.M.S.R. and 
L.N.E.R.), to be Goods Agent, Hanley. 

Mr. N. R. Smith, Joint Goods Agent, 
Wakefield (L.M.S.R. and L.N.E.R.), to 
be Joint Goods Agent, Huddersfield. 


B. Smith, Joint Goods 
(L.M.S.R. and 
\gent, 


Goods Leeds 


The new lighting on the Southern 





Railway. 
ments (right) white lamps are only in hooded shoulder lights, one of which is shown inset. 





THE RAILWAY GAZETTE 


Mr. A. M. Clane, Assistant Station- 


master, Manchester (Victoria), to be 
Stationmaster, Bury. 
Mr. T. Tinning, Assistant Station- 


master, Glasgow (Central), to be Station- 
master, Glasgow (Buchanan Street). 

Mr. E. D. Farrar, District Goods 
Manager’s Office, Leeds, to be Joint 
Goods Agent, Wakefield (L.M.S.R. and 
mm. ee AE 

Mr. T. Finch, Stationmaster, War- 
rington, to be Stationmaster and Yard- 
master, Carnforth. 

Mr. J. Ferguson, Staff Inspector, 
Operating Manager’s Office, Glasgow, to 
be Stationmaster, Kilmarnock. 

Mr. J. T. Wiggans, Stationmaster and 
Goods Agent, Kirkham and Wesham, 
to be Assistant Stationmaster, Manches- 
ter (Victoria). 

Mr. T. Hargreaves, Stationmaster, 
Ordsall Lane, to be Stationmaster, 
Barrow (Central). 


Mr. J. H. Williams, Yard Master, St. 
Helens, to be Stationmaster, Warring- 
ton. 


Mr. R. H. W. Bruce, Assistant Dis- 
trict Controller, Liverpool (Lime Street), 
to be Assistant District Controller, 
Saltley. 

Mr. N. Powell, Assistant District Con- 
troller, Leicester, to be Assistant Dis- 
trict Controller, Liverpool (Lime Street). 

Mr. G. H. Fleming, Yardmaster, 
Stoke-on-Trent, to be Assistant District 
Controller, Stoke-on-Trent. 

Mr. W. R. Ford, Running Shed Fore- 
man, Birkenhead, to be Assistant Dis- 
trict Loco. Superintendent, Carnforth. 

Mr. J. J. Ryder, Goods Agent, Tun- 
stall, to be Joint Goods Agent, Maccles- 
field (L.M.S.R. and L.N.E.R.). 

Mr. O. C. Johnson, District Foreman, 
C.M.E. & E.E.’s Department, Manches- 
ter (Victoria), to be District Foreman, 
C.M.E. & E.E.’s Department, Long- 
sight. 


at Adver 
SIGNAL 


in these spoce> 





In open saloons (left) the white lights are not hooded, but in compart- 
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Mr. R. Nicol, District Fore 
C.M.E. & E.E.’s Department, Or 
Lane, to be District Foreman, C.M.] 
E.E.’s Department, Manchester 
toria). 


INSTITUTION OF CIVIL ENGINE! 
AWARDS FOR PAPERS 

Among recent awards to members 
the Institution of Civil Engineers 
the following : 

A Telford Premium to Mr. J 
Harley-Mason for his paper on ‘‘ 1 
Reconstruction of Aldgate East S$ 
tion.”’ 

An Indian Premium to Sir Rob 
R. Gales for his paper on ‘ The P1 
ciples of River-Training for Railw 
Bridges, and Their Application to tl} 
Case of the Hardinge Bridge over t 
Lower Ganges at Sara.”’ 

A Webb Prize to Mr. R. D. Davy 
for his paper on ‘‘ Some Experiments 
the Lateral Oscillation of Railw 
Vehicles.”’ 

A Trevithick Premium to Mr. 
Taylor Thompson for his paper “ Ra 
way Track-Work for High Speeds.’ 

A James Prescott Joule Medal t 
Mr. John Hayes for his paper on 
‘Strengthening and Reconstruction « 
Weak Bridges under the Road an 
Rail Traffic Act, 1933.”’ 

The special thanks of the institutio: 
have been given to Professor C. E. Ingli 
for his paper on “‘ The Vertical Path of 
a Wheel Moving Along a_ Railway 
Track,’ who is ineligible, as a Membe1 
of Council, to receive an award. 





We regret to record the death, at the 
age of 79, on November 1, of Mr. James 
Hodgson, who was a pioneer of bus 
transport in Lancashire. Mr. Hodgson 
was a Director of Ribble Motor Services 
Limited and of Wright Bros. (Burnley, 
Ltd. 














(See page 619) 
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TRANSPORT SERVICES AND THE WAR —IlI1* 


An example of a British railway war achievement—Re-opening closed tube stations— 
East London line closure on Sundays—Improved lighting on main-line trains— 
The French railway position—Belgian railways and the war—The situation in Poland 


yur convoys containing 28 vessels loaded with nearly 
100,000 tons of foodstuffs docked safely at a British port in 
four days recently. The vessels brought to port cargoes, 
including tea, rubber, cotton, fruit, vegetables, rice, wheat, 
ore, lumber, petrol, and oil. The task of distribution was 
undertaken mainly by the railways, and the cargoes were 
di.charged rapidly to make room for further vessels due to 


berth the day after the fourth convoy docked. Actually, 
80,000 tons of the cargoes were moved by rail to their dis- 
tributing centres in twelve widely different parts of the country 


\ thin 48 hours, without interfering with the wartime passenger 
| freight services, or the movement of war supplies. Ships 
reaching port in convoys are providing the railways with many 





limited. In this connection we are asked by the War Office 
to point out that not only military camps. and searchlight and 
anti-aircraft gun sites, but also various commercial places of 
national importance throughout the country are guarded day 
and night by armed sentries. These places include railway 
junctions, bridges, electricity plants, gasometers, factories, 
and works. Members of the public are earnestly warned 
against trespassing, and are advised that when visiting such 
places on business they will be challenged. On being ordered 
to ‘“ halt’’ they should do so immediately, announcing their 
presence with the word “ friend.’’ They must then be pre- 
pared to give their names and state the nature of their business. 
In view of the fact that all sentries are armed with ball cart- 


HELP US TO HELP YOU! 
LABELLING OF GOODS 





LONDON 


ARE NOW ISSUED 


Goods tendered for conveyance by rail 
must bear a white label clearly addressed 
in black ink or type 

Railway consignment notes must also be 
clearly typed or written in black ink 


WAGONS AND SHEETS 


RESERVATION 
OF SEATS. 
COMPARTMENTS 





FROM THIS STATION 


New conditions specify 
that these tickets can only 
be issued AFTER IOAM. 


despatch 


OT () Wagons received with inwards traffic 
and are NOT AVAILABLE + should be unloaded and handed back 


to the Railway Company with all 
possible speed 


REGISTERED TRANSITS AND 


on the return journey 
by trains leaving London 
BETWEEN 4 PM. & 7PM. 


AND SALOONS. 


To assist in meeting the heavy demand for 
railway wagons and sheets. traders and others 
are requested to note that:- 
(@ Traffic should not be loaded in wagons 
except when required for immediate 


The Southern Railway 
regret that the Reservation 
of Seats and Compartments, 
and Saloons for Private 
Parties is discontinued until 





Mondays to Fridays inclusive 


“CASH ON DELIVERY” 


further notice. 








The “GREEN ARROW and 
ARROW’ special registered transit arrange- 
ments and the CASH ON DELIVERY 
(COD) arrangement are now suspended. 


“BLUE 


SOUTHERN RAILWAY 
Lo ne 








Three effective Southern Rajlway poster versions of official Railway Executive Committee announcements. 


These posters are made more attractive by careful type layout and coloured borders. 


The middle one kas 


the added merit of economising display space by including on one poster the information contained in 


three issued by the R.E.C. 


particular problems. The arrival of large numbers of vessels 
at intervals instead of on regular berthing dates gives rise 
to sudden periods of intense extra pressure. For reasons of 
safety, cargoes may be diverted from one port to another and 
traffic through a particular port may be trebled. It may be 
so great that the rail facilities—adequate in peace time 
cannot deal with the volume of wartime traffic without delays 
occurring, and the wholesale diversion of many thousands of 
wagons from their usual traffic channels requires the alteration 
of locomotive workings. 

Such movements as these are necessarily carried out under 
conditions of secrecy, and access to certain strategic places is 











* Previous articles in this series have been ‘ . Transport Services 
and the Crisis,” September 1, page 334; and ‘‘ Transport Services 
and the War,” September 8, page 358 ; September 15, page 382 ; 
September 22, page 410; September 29, page 442; October 6, 
page 467 ; October 13, page 495 ; October 20, page 525 ; October 27, 
page 557 ; and November 3, page 589 





ridge, it is most essential that these precautions be observed 
strictly. 
Food on British Trains 

The German Ministry of Propaganda has broadcast in 
many languages that it is impossible to obtain food of any 
kind on railway trains or on railway stations in Great Britain. 
So far as trains are concerned, this was true only during the 
period of one week from September 11 until September 18 
(when Pullman cars, pantry sets, and buffet sets were restored 
on the Southern Railway), and the general restoration of 
restaurant car facilities on October 16 removed any truth 
from the statement. Station restaurant services have never 
been withdrawn, though some refreshment rooms at inter- 
mediate stations were inadequately staffed to meet the addi- 
tional demands during the September 11 to October 16 period. 
To refute the German propaganda, details of the numbers of 
meals served on railway trains and the amount of food con- 
sumed in one week were issued by the Railway Executive 



























STATIONS 
PARTIALLY CLOSED 


CHARING CROSS 
BAKERLOO LINE CLOSED 
NORTHERN LINE CLOSED 


DISTRICT LINE STILL OPEN 


KINGS CROSS 
PICCADILLY LINE CLOSED 
NORTHERN LINE CLOSED 


METROPOLITAN LINE STILL OPEN 


WATERLOO 
NORTHERN LINE CLOSED 


BAKERLOO LINE STILL OPEN 


BANK 


NORTHERN LINE CLOSED 
CENTRAL LINE STILL OPEN 


ENTRANCE IN LOMBARD STREET coo 


See separate posters for Lists of stations entirely closed or with subway 


connections still open, and for availability of tickets _ 


Committee on November 2. From this statement it appears 
that some 70,000 meals were served on railway trains in this 
country during the week ended October 28. Among the 
supplies of food used were: 7,240 lb. of mutton, 5,044 Ib. of 
beef, 294 lb. of bacon, 17,696 lb. of potatoes, 1,970 Ib. of 
butter, 2,748 lb. of sugar, and 6,104 eggs. These figures do 
not include the large amount of food consumed during that 
week if the hundreds of restaurants, tea rooms, and buffets 
on the railway stations of Britain. 
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STATIONS WITH 
STREET ENTRANCES 
CLOSED 
BUT INTERCHANGE 
SUBWAYS STILL 
IN USE 


TOTTENHAM COURT RD. 
OXFORD CIRCUS 


See separate posters for lists of stations entirely 
or partially closed, and for availability of tickets 











November 10, 1939 


STATIONS 
ENTIRELY CLOSED 


ARSENAL ict" 
BALHAM 
BOND STREET 
CHANCERY LANE 
CLAPHAM COMMON 
GREEN PARK 
HYDE PARK CORNER 
KNIGHTSBRIDGE 
MAIDA VALE 
MARBLE ARCH 
OLD STREET 
OVAL 
TRINITY ROAD 





See separate posters for lists of stations partially closed or with 
subway connections still open, and for availability of tickets 


Group of three London Transport 
posters about station closure 


Re-opening of Closed Tube Stations 
Exact dates have now been announced for the re-opening « 
six of the closed Underground stations in London. They a 
as follow :— 


Marble Arch and Tottenham Court 


Road . a .. Wednesday, November 15 
King 's Cross (tube stz tion) ui .. Friday, November 17 
Oxford Circ us, Clapham Common, and 

Oval .. on ~~ .. Friday, November 24 


Underground Stations 


temporarily closed 


ARSENAL 
BALHAM 


FIRST CLASS Prin 
WITHDRAWN 


CHANCERY LANE 
CHARING CROSS 
ON LONDON TRANSPORT TRAINS 
EXCEPT ON THROUGH TRAINS 
RUNNING BETWEEN THE METROPOLITAN LINE 
AND MET. AND GREAT CENTRAL JOINT LINES 
AYLESBURY AND WATFORD 


ON AND AFTER FEBRUARY I, 1940 


CLAPHAM COMMON 
GREEN PARK 

HYDE PARK CORNER 
ne oe. 


Sections of Lines 
temporarily closed 


For journeys where first class accommodation 
will be wholly withdrawn, first class quarterly 
(arid broken period) season tickets will not be 
issued after November |, 1939, or first class 
monthly season tickets after January |, 1940 


NORTHERN LINE 
CHARING CROSS SECTION 
Between — and 
Strand. Single return journey 
tickets are available via Elephant & 
Castie, Piccadilly Circus end Leicester 
Square 


o = 


Another version of the London 
Transport announcement about 
closed stations and lines 


Announcement of first class abolition 
on London Transport railways from 
February 1, 1940 





KNIGHTSBRIDGE 
MAIDA VALE 
MARBLE ARCH 
OLD STREET 
OVAL 

OXFORD CIRCUS 


ncaa between Central an 





agi page wie < 


ice, 
TOTTENHAM CT RC 
FRIDAY NOVEMBER 17 - 


KINGS CROSS. 
a 


THE FOLLOWING WILL OPEN LATER 





TRINITY ROAD 
TOTTENHAM CT. RD. 


Subways Detwi 
Nercnern propaga 


WATERLOO 


NORTHERN LINE ARSEWAL CLAPHAM COMMON — OXFORD CIRCUS” 
CITY SECTION BALHAM GREEN PARK aon aca 
Between London Bridge and Satiwmtunever: HYDE Pane commen TRUITT ReaD 
Moorgate. single and return journey pomp stacer KNIGHTSBRIDGE Wwaemoe 
—o cwanceny cane AIDA FALE MORTHERN LINE 
OLD STREET ae ome 


CHARING CROSS . 
reer ine sey open OVAL ° flanden Ortge snd 





First London Transport poster about 
re-opening closed tube stations, issued 
on November 5 
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» re-opening of Marble Arch, Oxford Circus, and Totten- 

h Court Road stations, which in normal times are used by 

( , million passengers a week, should do much to alleviate 

the pressure on the Oxford Street bus services which is steadily 

oro wing with the approach of Christmas. The re-opening of 

Ix s Cross tube station will restore an important interchange 

een the Piccadilly, Northern, and Metropolitan Lines 

h is made normally by 200,000 passengers a week. Two 

; neces to Leicester Square station, on the western side of 

( ng Cross Road, are being re-opened; the Hippodrome 

entrance was brought into use on Monday last, November 6, 

the entrance on the corner of Little Newport Street is to 
b ened next week. 


East London Line Closure on Sundays 


East London Line, from Shoreditch to New Cross, is 
being closed on various Sundays to enable the work of installing 
fl cates at Rotherhithe to be advanced. The line was 
( | all day on Sundays, October 8, 22, 29, and November 5, 


SPEGIAL NOTICE 


THIS OFFICE IS 
CLOSE D 
until further notice 


Correspondence concerning the 
Sale of Tickets, Train Services, 
etc., should be addressed to 
H. E. ROBERTS, District Passenger 
Manager, The Grove, Watford, Herts. 








information regarding the collection 
and conveyance of Parcels Traffic 
can be obtained from H. FINCH, 
Parcels Agent, Euston Station, N.W.1. 


Cross stations 


Telephone enquiries respecting 
Passenger or Parcels Services may 
be made to Euston 1234. 


Enquiries and correspondence 
relating to Goods Train Traffic 
should be made to A: L. CASTLEMAN, 
District Goods Manager, Broad 
Street Station, E.C.2. 

Telephone No.: Bishopsgate 5441. 











L.M.S.R. poster now displayed in 
closed town offices 


: ‘ - 4 . 
and notice has been given in respect ‘of next Sunday also. 
lrains are replaced on these Sundays by a special bus service 


between Whitechapel and New Cross, calling at the inter- 
mediate stations, Rotherhithe, Surrey Docks, and New Cross 
Gate. The ticket offices at New Cross, New Cross Gate, 
Surrey Docks, and Rotherhithe are kept open for the issue 
of tickets, which are accepted on the special buses, but 
passengers boarding at intermediate points can obtain tickets 
| 


rom the bus conductor. Rail season tickets are also accepted 
on the special buses. 


Canteens at Railway Stations 

Various philanthropic and religious bodies have been given 
facilities to run canteens and buffets, not only at the London 
termini, but also at provincial railway centres and stations 
where sailors, soldiers, and airmen are likely to pass through, 
and where it may be necessary for them to spend some time. 
Certain of these individual activities have already been 
recorded in these columns, and on November 1 the War Office 
announced that it had formed the Council of Voluntary War 
Work (C.V.W.W.) in conjunction with recognised religious 
and philanthropic bodies, and that the following are repre- 
sented on the committee : Y.M.C.A., Church Army, Salvation 
Army, Catholic Women’s League, Church of Scotland, 
Methodist Church, and Toc H. The Chairman of the 





CLOSING OF 
EAST LONDON LINE 


During Sundays, October 29, 
November 5 and 12, the train 
service between Shoreditch GaaNDAYE 
and New Cross Gate and New 
Cross will be cancelled owing to 
engineering works 

Special buses will run serving 
Whitechapel, Rotherhithe, Surrey 
Docks, New Cross Gate and New 


Whitechapel, Rotherhithe, 
Surrey Docks, New Cross Gate and 
New Cross stations will be open 
for the issue of tickets, which will 
be available on the special buses 

Season tickets may also be used 
on the special buses 

Usual train service on weekdays 


# Commercie: Manager — $0 Seterders onty ter King’s Crom 


Announcement of East London Line clos- 
ure on Sundays for floodgate installation 
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C.V.W.W. is Lieutenant-General Sir John Brown, K.C.B., 
C.B.E., D.S.O., T.D. The Vice-Chairman and Secretary is 
Major J. M. Reddie, C.B., and his office is at 92, Gloucester 
Place, W.1. The main functions of the council are: to co- 
ordinate the activities of the various philanthropic and religious 
bodies ; to ensure that there is no unnecessary overlapping 
of effort; to arrange that the various bodies are equitably 
represented in the camps and at railway stations; to act as 
the medium between the philanthropic bodies and the various 
Ministries of the Government ; and to offer the facilities of a 
general information bureau to philanthropic bodies who desire 
to offer their services, especially as regards proposed sites for 
canteens, and so forth, outside camp and station areas. 


Improved Southern Railway Train Lighting 


An important contribution to improved train lighting 
during the blackout hours was made last Monday, November 6, 
by the Southern Railway. On that day the new white lighting 
approved by the Home Office and the Ministry of Transport 


EMERGENCY TIMETABLE 


TRAINS FOR KING'S CROSS 
FROM THIS STATION 











SUNDAYS 
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SK Senurders excapens Terminator at Fienbury Part — connection there 











L.N.E.R. timetable bill with printed 
hours and blank minutes 


was introduced on the following steam and electric main-line 
trains :— 
Steam 

2.35 p.m., Waterloo to West of England. 

4.30 p.m., Waterloo to Bournemouth West. 

5.15 p.m., Cannon Street to Ramsgate. Boat train, Victoria to 
Folkestone. 
Electric 

4.45, 5.15, 5.45, 6.45, 8.45, and 9.45 p.m., Waterloo to Portsmouth 
Harbour. 

3.20, 5.20, 7.20, and 9.20 p.m., Portsmouth Harbour to Waterloo. 

The London—Portsmouth trains were thus the first electric 
expresses to be equipped. On the next day, as suitably- 
equipped rolling stock was then available at the coastal 
termini, the following trains were added to the list :— 

Steam 

7.25 a.m., Ramsgate to Cannon Street. Boat train, Folkestone 
Harbour to Victoria. 

Electric 

7.23 a.m. and 7.35 a.m., Portsmouth Harbour to Waterloo. 

This new lighting, designed to enable passengers to read 
in reasonable comfort, will be installed in all Southern Rail- 
way expresses as quickly as possible, Fut, in view of the 
amount of work involved in adapting and equipping the 
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very large numbers of compartments, several weeks must 
elapse before such lighting is available on all Southern’ main- 
line trains. The first of the London—Brighton electric 
expresses should be ready by the third week of this month, 
and it is hoped that by working both day and night all main- 
line stock will be equipped with reading lights by Christmas. 

The new lighting has to be adapted to the existing light 
fittings, which are of many and varied types, but in general 
the new system aims at giving, either by shoulder or ceiling 
lamps, a white light in addition to the blue lights, which con- 
tinue to be lighted. There are none but blue lamps in cor- 
ridors. During an air raid the white lights will be extinguished 
by master switches. It is necessary to darken with special 
paint the edges of every compartment door, and to provide 
and fit lamp shades which will prevent any appreciable amount 
of light falling on to platforms when doors are open. Most 
compartment stock has shoulder lights (with individual 
switches) shaded with bakelite hoods, but some third class steam 
compartments which have no shoulder lights are equipped 
with two hooded ceiling lamps. Open stock, like restaurant 
cars, have unshielded ceiling lights, of which two-thirds to 
three-quarters are white and the remainder blue. An essential 
feature of the new system is the train lighting attendant, 


=> DURING “BLACK-OUT” HOURS- 
FOR YOUR OWN SAFETY : 


@ KEEP ALL BLINDS DRAWN. 


@ KEEP ALL WINDOWS SHUT, 
except when it is necessary to lower them so that passengers 
may open doors to alight. 
@ MAKE CERTAIN 
the train is at the platform, and that you alight on the 
platform side. 
@ WHEN LEAVING THE CARRIAGE, 
close windows, lower blinds again, and close the door 
quickly. Doors leading to corridors should be closed 
at once after passengers have left the compartment 
and blinds readjusted, unless outside corridor windows 
are completely blacked out. 
@ DO NOT TOUCH ELECTRIC LIGHTS, 
except those under passengers’ control. Please switch 
these off when not in use. 
@ ALL NECESSARY LIGHTS 
will be switched off in the event of an Air Raid warning. 























These arrangements are experimental, 
and their continuation depends on 


=> YOUR CO-OPERATION. 


Regulations posted in Southern Railway compartments 
with the improved lighting 


who is responsible for: (a) Visiting every compartment about 
15 min. before blackout time to close windows and pull down 
blinds if not already done by passengers ; (b) patrolling trains 
during the blackout period to see that the instructions are 
obeyed by passengers; and (c) in the event of an air raid 
warning being received, placing all white lamp switches in the 
‘off’’ position and turning on blue lamps. The blue lamps 
are on a separate lighting circuit from the white lights. Use 
has been made of the existing circuits which permit of part 
lighting being switched on during the daytime passage through 
tunnels, so that no re-wiring is involved. In some vehicles 
the quickest way to change the lighting during an air raid is 
to extinguish all lamps for a moment and then switch on the 
blue lights ; in other vehicles the switching enables the white 
lamps alone to be extinguished in one operation. The train 
lighting attendant is distinguished by a special armlet bearing 
the word “ LicuTiINnG.’’ Special regulations (which we repro- 
duce) have been posted in every compartment. 


Lighted L.M.S.R. and L.N.E.R. Expresses 


The L.M.S.R. announced on November 3 that, beginning 
forthwith, eight main-line expresses would be formed of 
coaches equipped with the improved standard of interior 
lighting recently tried out on a London-Heysham express, 
to which we referred last week. These trains are as follow: 
10.40 a.m. Euston to Carlisle and Windermere; 2.40 p.m. 
Euston to Liverpool; 4.50 p.m. Euston to Heysham ; 8.5 p.m. 
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Manchester (Exchange) to Holyhead; 7 a.m. Heysham to 
Euston; 8.30 a.m. Carlisle to Euston; 2.10 p.m. Livy 0] 
to Euston; and 3.25 p.m. Llandudno to Manchester (Excha: ve 

Further L.M.S.R. long-distance trains will be put into se: ice 


with the improved lighting, which gives sufficient light for 
reading, as soon as additional vehicles are fitted with the 
necessary lighting and screening equipment. 


The L.N.E.R. announced on Tuesday that full lighting .ad 


been restored in the following trains: 7 p.m. King’s Cros: to 
Aberdeen; 6 p.m. Aberdeen to King’s Cross; and 4 n 
King’s Cross to Newcastle. From November 8 full ligh ing 
was also restored in the 5.55 p.m. King’s Cross—Hull; d 


4.50 p.m. Newcastle—King’s Cross. 


Ulster Travel Permits 

There is a prevalent impression, resulting from mislead i¢ 
press statements, that travellers between Great Britain | 
Northern Ireland are compelled to wait for 10 days b« 
they can secure the necessary permits for their outgoing 
return journeys. Although the regulations require 
10 days’ notice should be given on applications for 
permits, this is not the minimum period necessarily requi 
It is officially stated that the Ulster Government Offic: 
London is co-operating closely with the Permit Departm 
Dartmouth Street, London, in this matter, and has un 
taken to attend to the preliminaries required by applicat 
such as supervising the filling up of required forms | 
passing them on, duty completed, to the Permit Off 
The result is that in ordinary circumstances the time ta 
to procure a permit is reduced to a minimum. Where co: 
spondence is involved, a few days may elapse, but otherw 
applications are normally attended to within 48 hours, 
less in cases of emergency. For the issue of permits 
Belfast, applications may be made at any police station in 
Ulster; the permit itself is issued by the Permit Office: 
Inspector-General’s Department, Royal Ulster Constabula: 
Waring Street, Belfast. Women returning home to North 
Ireland from Great Britain may do so without an exit per: 
up to and including November 20. This does not ap; 
in the opposite direction, and Northern Ireland won 
travelling to Great Britain require permits. Children undet 
16 do not need permits. 


Railway Control in Canada 


Ever since the entry of Canada into the war, rumout 
forecast federal acquisition of control of the Canadian Pacifi 
Railway through British war purchases in Canada. It 
authoritatively stated on October 19, however, that t 
course is not contemplated, and our Montreal correspondent 
adds that the Canadian Government is said to be opposed to 
public ownership of the C.P.R. and the unification which 
would probably result. It is thought likely that Great 
Britain will pay for war purchases in Canada largely by sell 
ing to the Dominion British holdings of Canadian securiti: 
As the majority of C.P.R. stock is understood to be held in 
Great Britain, the Canadian Government might, if it desired 
secure possession of it at the prevailing market price, in tl 
opinion of Canadian finance and transport stock circles. This 
course is said to have been considered by the Canadian 
authorities and rejected. 

The French Railway Position 

In a brief review of the railway position in France which 
we included at pages 498-9 of our October 13 issue, we 
pointed out that during the first week of the war 1,500 trains 
were run by the French National Railways Company for the 
evacuation of populations from the frontier departments to 
the central regions of France. Mobilisation also made heavy 
demands on the railways for some days, but thereafter the 
number of trains for public service was steadily increased 
until, with the introduction of the winter timetable on 
October 2, it was found possible to resume a limited number 
of express trains on all the main lines. From Paris there 
are expresses to important places such as Bordeaux, Hen- 


dave, Marseilles, Vintimille, Strasbourg, Mulhouse, Cher- 
bourg, with through expresses to Holland, Belgium, 
Switzerland, and the south-east. Restaurant cars are 


included in the principal trains, and sleeping accommodation 
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ight. The railway service is now stated to be 
two-thirds of the normal, but it does not 
pre-war speeds, and all expresses stop at some inter- 
ite stations. Members of the ublic are asked to use the 
vs as little as possible. The war is having its effect 
ss travel, for, although French express trains are still 
up with three classes of coaches, the increases in fares 
resulted in practically all passengers travelling third 
Except for the main expresses, hardly any train now 
iore than two first and second class coaches. Accord 
it is expected that one of these classes will be 
ied, and the suggestion has been made that ordinary 
shall cater for second and third class passengers only, 
Germany. First class accommodation would probably 
tained on international expresses. 


Closed Lines in the War Zone 
Indicateur Chaix, giving the services from October 2 to 
mber 30, shows no service on the following sections of 
all of which are in the immediate neighbourhood of 
ranco-German frontier 


ourg Lauterbourg a - = .. 36km., 
suemines—Bitche (Bitche—Hargenau still work- 
me ane aa > . 40km 
1\bourg—Lauterbourg , ae ; ~ of Sm 
embourg—Hunspach a RP Y oe 9km 
| LLembach > ate i Sra ; 9 km 
viller—Ingwiller 7 km 
Hatten r : 10 km 
miville Hagondange eu 7 oF ms 11 km 
\pach 5 a aa .. 22km 
lwisse Hombourg-Budange 22 km 
eguemines—Boulay 55 km 
yuemines—Sarralbe 14 km 
reguemines—Bliesbruck 11 km 
reguemines—Oermingen 17 km 
Bantzenheim—Neuf-Brisach 26 km 
irisach—Wolfgantzen .. 18 km 
larckolsheim—Muntzenheim 12 km 
Neuenbourg—lIle-Napoléon 24 km 
Guerstling—Piblange : ay : 18 km 
Stiring-Wendel—Bening—Faulquemont 33 km 
eschwoog—Souftilenheim , e P ae 6 km 
sélestat—Sundhouse : a ea = » Ooekm 
The Belgian Railways and the War 
fhe Bclgian railways had to handle an enormous volume 


military traffic during the first weeks of the war, and the 
ral mobilisation of the army and the movement of troops 
their allotted positions put heavy demands on the rail 
iy services. The accidental destruction (through lightning 
riking a defence dynamite charge) of the Val-Benoit 

dge across the Meuse at Liége, on the main line from 
Brussels to the German frontier, was a serious mishap which 
dded considerably to the problem. «The mishap cccurred on 
\ugust 31, and, as recorded at page 471 of our October & 
sue, a double-track loop-line (already partly built) from thi 
Brussels main line to Kinkempois junction on the Nord Belg 

in line, nearly 8 miles of route, was finished and equipped 

12 days. Work was begun on September 2, and the line 
is opened to goods and military trains on September 15, 
| to all traffic on September 18. Transport of passengers 
| goods was maintained on most lines throughout th 
ybilisation period, though with serious delays in many 
S The winter timetables were ready at the outbreak 
the war, for introduction on October 8, when summei 
me was to end. Summer time was continued after Octo 
r 8, and the winter timetable was introduced in a hurriedly 
vised shape. The alterations were published with the time 
bles as a first supplement, and a Belgian correspondent 





THE RAILWAY GAZETTE 62 





(in a letter dated October 26) said that this revised timetable 
was still in force at the time of writing. 

The original winter timetable was in the main a continua- 
tion of the summer service, but with the usual seasonal 


reductions. The principal revisions introduced under the 
supplementary notice are the following. All international 


trains have been removed from the timetable. Numbers of 
these trains are still running but members of the public are 
isked to make enquiries at the stations as to their actual 
schedules. A daily express leaving Paris at 7.25 a.m., 
Brussels (Midi) at 1.12 p.m., and arriving at Amsterdam at 
4.33 p.m., and a return train leaving Amsterdam at 
12.32 p.m., Brussels at 5.20 p.m., and arriving at Paris at 
19.45 p.m. (Amsterdam time is 40 min. slow to the Belgian 
ind French time, which is Greenwich summer time) have run 
without interruption since the outbreak of the war. Other 
ervices are in operation between Brussels and Amsterdam, 
between Liége and Paris, and between Brussels and other 
French towns such as Lille and Metz. Local trains main 
tuin the connections across the Belgian-German frontier. 
Local trains in Belgium have been reduced on all lines, 
from 10 to 30 per cent. approximately. Fast trains on alter 
ite routes have been taken off. Numbers of the fast 
express trains maintaining an hourly service between 
Brussels and Ostend in winter have also been taken off, 
together with the connections at Bruges to the other seaside 


towns of Blankenberge, Heyst, and Knocke. The one-hour 
run between Brussels and Ostend has thus disappeared for 
the time being. The full electric service between Brussels 
and Antwerp has been maintained with very few cancella- 
tions. On the Brussels—Liége—Verviers line an entirely new 
timetable had to be brought into use. The hourly non-stop 


Brussels—Liége (Guillemins) trains have been taken off, and 
instead there are now 5 express trains between Brussels and 
Verviers, stopping only at Angleur junction outside Liége, 
as well as a morning non-stop train from Brussels to Liége 
(Guillemins) returning in the evening, supplemented by a 
fair number of semi-fast trains throughout the day. On 
the Luxembourg line all international trains have been with- 
drawn; one fast train each way and a number of semi-fast 
trains take 33} to 441 hours on the Brussels—Luxembourg 
run. Unless serious developments intervene, this timetable 
is to remain in force to the end of March, 1940. 


Railways in Poland 


During the last week in October, Dr. Dorpmiiller, the 
German Minister of Transport, undertook a visit of inspection 
over the railways in that part of Poland now in German occu- 
pation. On his return to Berlin he is reported to have said 
that he found them in such a deplorable state that they were 
incapable of being used for the transport of Russian supplies 
to Germany Dr. Dorpmiiller stated on the German radio 
on November 3 that 600 bridges, including 11 important 
ones over the Vistula, had been destroyed by retreating 
Polish troops, and that hundreds of miles of track were in 
ruins Restoration work, he added, was being speeded up 
on the lines linking Germany with Russia, and the main one, 
that via Kaunas (Lithuania) and Dvinsk (Latvia), was 
already working He also said that rail traffic between 
Germany and Roumania, via ‘‘ Russian’’ Poland, could not 
be restored before next spring, but added that the Russians 
were not altering the gauge of the lines concerned with this 
traffic; other Polish railways in Russian hands are being 
converted to the 5-{ft. gauge. 

It is rumoured in Berlin that Dr. Dorpmiiller also 
wished to visit the part of Poland in Russian occupation 
to see the railway situation there, but that his request was 
refused by the Soviet aouthrities. 






























































































QUESTIONS IN 


Trains on Forth Bridge during Air 
Raids 

Mr. G. Mathers (Linlithgow—Lab.), on 
November 1, asked the Minister of Trans- 
port whether he position to 
make a statement regarding permitting 
passenger trains to be on the Forth 
Bridge when air raids upon Rosyth and 
the Firth of Forth were in progress. 

Captain Euan Wallace Special in- 
structions have given to the rail- 
way staffs that trains are 
not to proceed on to the Forth Bridge 
when an air raid is taking place in the 
vicinity of the bridge 


Was In a 


been 
concerned 


Food Transit 

Mr. R. De la Bere (Worcester, Eves- 
ham—C.), on November 1, the 
Minister of Transport whether, with a 


asked 


view to avoiding large quantities of 
food going bad and having to be 
destroyed through delay in transit on 
rail, he would convene a conterence of 


road operators for the purpose of con- 
sidering in what way their 
could be used with a view to expediting 
the transportation of foodstuffs 

Captain Euan Wallace: The emer- 
gency road transport organisation works 
in the collaboration with road 
transport operators, and I do not think 
that there is any need for the special 
conference proposed by my hon. friend. 


services 


( ke sest 


London Passenger Transport Board 

Mr. Ben Smith (Bermondsey, Rother- 
hithe Lab.), on November 1, asked the 
Minister of Transport what the 
powers of the Railway Executive Com- 
mittee, and what was the extent of the 
control exercised by that body over 
the operations and services of the Lon- 


were 


don Passenger Transport Board. 
Captain Euan Wallace When I 
took control of the undertakings of the 
railway and the London 
Passenger Transport Board on Septem- 
ber 1, I appointed the Railway Exe- 
cutive Committee to be my agents for 
the purpose of such control. The day 
to-day operation of the undertakings 
is carried on by the respective manage- 


companies 


ments in accordance with the instruc- 
tions of the committee 

Burry Port Docks 

Mr. James Griffiths (Llanelly—Lab.), on 


November 1, asked the Minister of Trans 
port if he had considered representations 
in regard to the condition of the dock at 
Burry Port; what steps he was taking 
to deal with the matter; and whether, 
having regard to the increased traffi 
now handled in the area, he would take 
steps to secure that full use was made 
of the facilities at this-and other ports 
in the area 

Captain Euan Wallace I have 
caused enquiry to be made into the con- 
ditions at Burry Port, and the Great 
Western Railway Company, the owner 
of the dock, informs me that an inspec- 
tion of the dock has been made. Apart 
from a slight subsidence of the wall in 
the corner of the dock on the right at 
the entrance, which is out of the way 
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and does not interfere with shipping, 
there are no signs of decay or neglect 
at the dock. At one or two places on 
the stone pitching facing the outer 
harbour there are loose stones 
which the company says are in no way 
detrimental to shipping using the har- 
bour. The company informs me that 
it proposes to carry out patching work 
as and when it is considered necessary. 
In reply to the last part of the question, 


some 


the South Wales ports, as the hon. 
member will be aware, are now being 
used extensively and I can assure him 
that the facilities at Burry Port are 


fully appreciated, although the limita- 
tions of that port involve a correspond- 
ing limitation of user. 
Steam Vehicles 

Mr. W. F. Jackson (Brecon and Rad- 
nor—Lab.), on November 1, asked the 
Minister of Transport if, owing to the 
shortage cf petrol and the congestion 
on railways, he would do all he could 
to encourage the steam 
which used home-produced fuel. 

Captain Euan Wallace: The heavier 
classes of steam vehicles already enjoy 
a preferential rate of taxation, and 
higher laden weights are permitted than 
for other mechanically-propelled road 
vehicles. In addition, steam vehicles 
use untaxed fuel I do not think that 
there is any ground for further con- 
cessions to these vehicles. 


use ol wagons 


Doncaster Carriage Works 


Mr. John Morgan (Doncaster—Lab.), 
on November 1, asked the Minister of 
Transport how he accounted for the 


present shortage of work at the railway 
carriage works at Doncaster; and why 
repair work usually carried out at these 
works was being diverted to privately- 
owned workshops in other parts of the 
country. 

Captain Euan Wallace (Minister of 
Transport) 1 am informed that there 
is no shortage of work at the railway 
carriage shops at Doncaster, and that 
no repair work usually carried out at 
these shops is being diverted to pri- 
vately-owned workshops in other parts 
of the country. 


Mr. Morgan: If I submit to the 
Minister a resolution from the N.U.R. 
branch concerned in this matter, will 


he go a little more into it than his 
answer indicates ? 

Captain Wallace I realise that the 
hon. member is not one who puts down 
a question without foundation, 
and I have, therefore, made very par- 
ticular inquiries into this matter, and 
I am assured by the railway companies 
that there is no shortage of work. 

Mr. W. S. Liddall (Lincoln—C.): Is 
it not a fact that such work as this can 
be carried out at a lower cost than at 
privately-owned works ? 

There was no reply. 

Railway Train Lighting 

Sir Cooper Rawson (Brighton—C.), on 
November 2, asked the Minister of 
Transport what was the object of the 
blue lamps in railway trains, which 
gave out a certain amount of heat but 


some 
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not sufficient light for a person t 
whether anyone was in the com] 
ment; and would drivers of ele 
trains be permitted to switch on 
ordinary lights in tunnels, particu! 
in the daytime, as the present sy 
was causing discomfort and annoy 
to passengers. , 
Captain Euan Wallace (Ministe1 
Transport) in a written reply stat 
There has been some difficulty in 
taining a sufficient supply of suit 
blue glass, with the result that it 
been necessary to spray lamps 
blue paint, and in some cases this 
been done with undue liberality. St 
have been taken to rectify this a 
am assured that blue lamps of stand 
intensity are now fitted in most tr 
and provide light sufficient to en: 
passengers to move about in reason; 
comfort. I regret that it is not poss 
to permit ordinary lights to be switc! 
on in tunnels. The provision of thi 
standard lamps would be greatly 
celerated if the public would co-ope1 
with the railway companies in prev 
ting the theft of large numbers of bul 
every clay. The removal of 
may mean plunging the whole of 
coach into darkness. Arrangement 
have been completed to allow the insta 
lation of reading lights in main-lin 
trains, and progress in this matter 
being made as rapidly as circumstances 
and the supply of equipment permit 


one bu 


Goods Vehicles 

Captain W. F. Strickland (Coventry 
C.), on November 7, asked the Secretary 
of State for War how many road moto 
goods vehicles had been impressed and 
requisitioned, respectively, by his d 
partment ; and how many of these were 
the property of railway companies. 


Mr. Leslie Hore-Belisha (Secretary of 
State for War) : Up to October 28 last, 
17,446 goods vehicles, none of which 


was the property of a railway company 
had been impressed under the provi 
sions of the Army Act. There has been 
no requisitioning by the War Depart 


ment of vehicles under the Defence 
Reeulations. 
Enquiry Offices’ Staffs 

Sir George Mitcheson (St. Pancras, 


S.W.—C.), on November 7, asked the 
Minister of Transport if his attention 
had been drawn to the inconvenience to 
travellers owing to the inadequate 
statfing of the enquiry othice at many 
railway termini; and if he would repre 
sent to the railway executive the need 
of improvement in this direction. 

Mr. R. H. Bernays (Parliamentary 
Secretary to the Ministry of Transport 
I am aware that in the early days of the 
war there was a certain amount of 
delay at enquiry offices in some parts of 
the country. This was due mainly to 
the great increase in the number of en 
quiries which followed the introduction 
of completely new timetables. Staffs at 
most of the enquiry offices at large 
stations have been augmented, and the 
matter will be kept under review. It 
my hon. friend has any particular case in 
mind and will let me have particulars, | 
will gladly have enquiries made. 
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fecisions by the Chairman of the 
ailway Staff National Tribunal 


Decision No, 9 


ecision No. 9 by the Chairman of 

Railway Staff National Tribunal 

with a claim by the National 

n of Railwaymen “that under 

14. of Central Wages’ Board 

ite No. 194 and the note appended 

eto the work of testing on Sundays 

stantial renewals or repairs is work 
ible at double time.’’ 

he claim was submitted to the Chair- 

n by a _ jointly-signed document 
ting out the arguments of the parties, 
the information given in the docu- 
nts was not in itself sufficient to 
ble the Chairman to understand 
the nature of the work and the 
cation of men for its execution, so 
onsulted Mr. Marchbank, on behalf 
the National Union of Railwaymen, 
Mr. Cromwell, on behalf of the rail- 
iy companies, who gave further infor- 
tion in answer to a series of oral 
estions. 
It appeared from this additional evi- 
nee, first, that the work affected by 
he claim differs considerably in kind. 
metimes the work of testing after 
airs, Which are themselves admittedly 
ibstantial and paid for at the higher 
is simple and very similar to routine 
sting ; but sometimes it is more exact- 
ing and immediately followed by further 
vork of adjustment or further repairs. 
It appeared in the second place that the 
practice as to the allocation of the work 
ffers considerably. Sometimes the 
work of repair and testing is carried out 
by the same men, or grades of men ; and 
sometimes the testing is allocated to 
different grades’ altogether. The evi- 
dence differed as to which of these two 
practices was more frequent. It appeared 
in the third place that it would be incon- 
venient, from the point of view of both 
the union and the companies, for a 
decision to be given which would dis- 
tinguish between cases in which the 
work of testing is allocated to different 
erades and those in which it is allocated 
to the same. 

Having regard to the fact that testing 
is with a view to immediate further work 
of renewal and repair if shown to be 
necessary, and that such further work is, 
at least in many cases, carried out by 
the same men as those who are testing, 
the Chairman came to the conclusion 
that the whole process must be regarded 
as one, and that it is inappropriate to 
separate out one part of this work, 
namely the testing, from the rest of the 
renewal and repair work in question. 
He therefore found in favour of the 
claim. 


Decision No. 10 

This decision deals with a case which 
is the first of its kind to be submitted 
to the Chairman of the tribunal under 
the existing machinery of negotiation. 
lhe question at issue is one of procedure 
as to whether a claim shall be dealt with 
by the full tribunal or by the Chairman 
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STAFF AND LABOUR MATTERS 


only, and was submitted under the 
following Terms of Reference : 

‘* To determine whether the issue involved 
in the claims of the unions which are set out 
below is of major importance and therefore 
referable to the Railway Staff National 
Tribunal under the Provisions of the 
Appendix, Part VI, to the Agreement of 
February 26, 1935.”’ 

(a) By the National Union of Raitlwavmen 

“That the London & North Eastern 
Railway Company is violating Clause 4 (c) 
of the Railway Executive Committee Cir 
cular Letter No. 1,937 of August 29, 1919, 
and item 10 of Appendix C to the same 
circular, in that it is not allowing full pre- 
paration time plus time for disposal duties 
at or after the completion of a turn of duty 
of one set of men, or prior to or at the 
commencement of a turn of duty of a 
second set of men on what are called 
double-shifted engines.”’ 

(b) By the Associated Society of Locomotive 
Engineers & Firemen. 

“ That the full preparation times as pro- 
vided for in Clause 4 (c) of R.E.C. Circular 
Letter No. 1,937 of August 29, 1919, and 
as supported by N.W.B. Findings Nos, 133 
and 179, shall apply in all cases to prepara 
tion of double-shifted engines, and where 
disposal duties are undertaken by loco- 
motive men extra time should be allowed 
according to circumstances as laid down in 
Item 10 of Appendix ‘C’ of Enclosure to 
Railway Executive Committee Circular 
Letter No. 1,937 of August 29, 1919.” 

The sole question which the Chairman 
had to decide was whether the claims 
of the two unions are of “‘ major import- 
ance,’ in the sense in which that expres- 
sion is used in the machinery of negotia- 
tion agreement, and therefore referable 
to the Railway Staff National Tribunal. 

The Chairman states that he con- 
sulted the parties on October 25, and, 
having carefully considered the evidence 
submitted both in the documents and 
orally, the practice in regard to work on 
double-shifted engines on other sections 
of the London & North Eastern Railway 
and on other railways, and as to the 
nature of the arrangements made both 
in the particular case cited and else- 
where, he is not convinced that a 
principle or precedent is involved which 
is likely to affect the two footplate 
grades so substantially, and on such a 
scale, as to make the question one of 
‘“ major importance.”’ 

He therefore decides that the issue 
involved in the claims of the unions is 
not of major importance and is, there- 
fore, not referable to the Railway Staff 
National Tribunal under the provisions 
of the Appendix, Part VI, to the agree- 
ment of February 26, 1935. 

War Time Labour Problems 

The National Joint Advisory Council, 
as we announced last week, held its first 
meeting on November 1, and the official 
statement issued at the close of the 
meeting stated that the subjects under 
consideration included the schedule of 
reserved occupations, the Control of 
Employment Act, the question of the 
cost of living index figure, and the possi- 
bility of reducing the blackout period. 
Upon the subject of the schedule of 
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reserved occupations, the council de- 
cided to draw public attention to the 
fact that the schedule merely places 
certain restrictions upon enlistment or 
enrolment in the defence services. 
Nothing in the schedule affects the free- 
dom of any person to change his civil 
occupation. The council proposes to 
hold its next meeting on December 6. 
Dock Workers > 

The National Joint Council for Dock 
Labour, on which are represented the 
National Council of Port Labour Em- 
ployers, the Transport & General 
Workers’ Union, the National Union 
of General & Municipal Workers, and 
the National Amalgamated Stevedores 
& Dockers, concluded an agreement on 
October 31 under which 120,000 dock 
workers are to receive Is. a day increase 
in their wages. 

In the view of the unions the increase 
is part of the balance of a claim put 
forward in 1937. In that year the 
unions asked for an addition of 4s. to the 
national daily wage of 12s. which was 
then being paid, and a corresponding 
increase to pieceworkers. An interim 
settlement was reached for an increase 
of ls. a day, with an understanding that 
a joint effort should be made to promote 
schemes for the greatest possible de- 
casualisation of dock labour. Circum- 
stances beyond the council’s control 
have made it impossible to secure 
decasualisation, and the balance of the 
1937 claim has therefore been the subject 
of negotiation. In full settlement there 
has been agreement on the following 
terms : 

On and after November 13 the daily 
wages of men on time rates shall be in- 
creased by Is., and the minimum daily 
wage on the half-daily basis shall be for 
the greater ports 14s., and for the smaller 
ports 13s. For men covered by Clause 6 (b) 
of the agreement of May, 1920, the same 
increase of Is. a day shall apply. 

Permanent men whose wages are paid 
weekly shall be paid the increased rates 
from November 13. 

Pieceworkers shall receive the same 
monetary advance as timeworkers—namely, 
6d. a half-day, with consequential increases 
during overtime periods. 

The council has’ also agreed to consult 
with the Ministry of Labour with a view 
to trying once-daily proof of unemploy- 
ment in ports where this procedure is 
not already followed. The practice at 
most ports at present is to require un- 
employed dockers to register twice 
daily. The proposed general trial of 
once-daily signing is subject to safe- 
guarding the supply of labour required 
at the industry’s morning and midday 
calls, and subject to the continuance of 
the existing procedure in any port where 
a satisfactory joint arrangement is 
already in operation. 





Forthcoming Meetings 

Nov. 22 (Wed.) Entre Rios Railways Co. 
Ltd. (Ordinary General), River Plate 
House, Finsbury Circus, E.C.2, at 
2.30 p.m. 

Nov. 29 (Wed.) Argentine North 
Eastern Railway Co. Ltd. (Ordinary 
General), River Plate House, Finsbury 
Circus, E.C.2, at 2.30 p.m. 
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RAILWAY AND OTHER MEETINGS 


Buenos Ayres Great Southern Railway Co. Ltd. 


The annual general meeting of the 


Buenos Ayres Great Southern Railway 
Co. Ltd. was held at River Plate 
House, Finsbury Circus, London, E.C., 
on November 8, Sir Follett Holt, 
B.5B.E., company, 
presiding. 

The Secretary (Mr. N. F. E. Grey) 
read the notice convening the meeting 
and the auditors’ report. 

The Chairman, in moving the adop- 
tion of the report and accounts, said 
that the yearly report was not and 
could not be expected to be a refresh- 
ing document. Railways during the 
past 10 years had been one of the 
world’s problems. In Argentina they 
were certainly towards a 
better state of affairs but now with thc 
intervention of war their efforts in this 


Chairman of the 


progressing 


direction might be to some extent re 
tarded. During the past year they and 
the other railways had had important 
negotiations with the Argentine 
authorities conducted in a friendly and 
helpful spirit One. important subject 
under discussion had been the rate of 

} 


exchange allowed to them for 


Until the outbreak of war 


when the exporter for the purpose of 


remit- 
tances 


paying for his exports wished to ex 
change his sterling into Argentine 
currency the Government gave him 
only 15 pesos for 1 pound. The im 
porter, however, was obliged to pay 
for purchases from this country by 
buying sterling from the same source 
it 17 pesos to the p und, the differ 
ence or profit between the two rates 
being used by the Government to sub- 
sidis ind profitable the 
business of the grain growers and cattle 
raisers of the 


make more 


country, and so to en 
increase in the volume of 
exports. They had maintained, and 
rightly so, that railway 


courage the 


transport was 
part and parcel of the cost of exports 
ind therefore they should not be 


penalised in their remittances in ordet 


to favour the producers, but rather 
should receive the same benefit as was 
iccorded to them. The Chairman was 


glad to be able to say that the Presi 
dent of the Republic, 
desire to help the 
ind when he 
permitted, 


expressing his 
railway industry as 
considered circumstances 
authorised — the half-way 
rate Of 16 pesos for their remittances, 
ilthough they had continued to press 
their need for a more full concession 
Now the war had introduced a new 
factor in this exchange problem. 
Argentina with ready markets at higher 
prices for the food she 


such vast 


produced in 
quantities stood to benefit 
largeiy and consequently with an 
favourable trade balance 
the value of the peso stood also to 
valorise. rhe ine rease 


increasingly 


in the sterling 
value of the peso was already in 
evidence but how far and for how long 
in this era of controlled currencies it 
would be allowed to go it was impos 
sible to say. In the meantime the 


Chairman was pleased to say that in- 
stead of the halfway rate of 16 pesos 
for all their remittances a rate of 15 
pesos had now become available for 
their stores, and this should mean an 
exchange advantage of about £100,000 
in the course of a normal year. They 
had not yet been advised of what the 
final rate would be for all their remit- 
tances. 

Continuing, the Chairman said that 
the past year in Argentina was not a 
propitious one for obtaining any form 


of financial concession, as, in spite of 


a good all-round crop, both export 
prices and demand, especially for 
wheat and maize, were very low. This 


affected adversely both the national 
finances and the internal trade of the 
country and was the fundamental 
cause of the drop of £364,000 or 3-35 
per cent. in their receipts. The ex- 
pense side of their accounts called also 
for some explanation [wo years ago 
it was estimated that the following 
a heavy one and that as 
would be 


crop would be 
values were then hizh they 
required to move it quickly as had 
happened hitherto. To provide new 
rolling stock on a large scale to cope 
with the expected demand being out 
of the question, a heavy programme of 
reconstructing and reconditioning 
wagons and which had 
been put on one side for gradual 
replacement was undertaken. This 
whilst throwing on to 
working expenses a most un 
welcome addition, had in effect saved 
i large capital outlay and had _ pro- 
vided enough hauling and carrying 
capacity at least for the time being. 
As a matter of fact, the expected crop 
arrived but not the demand, 


locomotives 


programme, 


their 


as good 


crops appeared all over the world. 
Movement was in consequence slow, 
ind if this could have been foreseen 
the expenditure might have been 


spread over still another year or more; 
on the other hand, had this been done 
could cnly now 
t been obtained with extreme diffi- 
culty and at heavy cost. The General 
Manager had now reported that the 
programme was well on the way 
towards completion, so they could look 
reduction in the extra 
charges involved, and in fact 
he was glad to sav that expenses, 
taking them all round, showed a satis- 
factory reduction for the first three 
months of this year. 

\ll through these last. 10 lean and 
difficult years they struggled to keep 
the railway up to the mark and work- 
ing on modern lines. In the railway 
world on the technical side of traction 
the principal development during the 
period had been that of the diesel en- 
gine. Today for their main and 
branch line services they possessed in 
all 943 traction units of which 10 per 
cent. were now diesel driven which, 
although not as far as they should like 


the necessary materials 
} 


forward to a 
revenue 
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to have gone, was a distinct step i 
right direction. 
Speaking of the last 10 years, the 


Chairman said he would like to n- 
tion that some Argentine super-« 5 
had charged the foreign-owned | 
ways with not being sufficiently i 
vanced in their ideas of expenditure on 


renewais and improvements, but on 
looking through the records he found 
that even during this bad cycl T 
Great Southern alone had spent on 
renewals and capital account app: 
mately £10,000,000. If the for 
owned railways ever passed I 
wholly or in part to State owne! 

the Argentine public would then b 

to realise what it cost to keep su 
railway going. 

Road making and road competi 
continued actively during the eat 
part of the vear, but later national and 
provincial funds for the continuat 
of road building were not readily av 
able, whilst road hauliers, owing ) 
competition and rising costs of oj 
tion, found their business becom 
less and less remunerative. The ( 
ordination of Transport Act was be 
eradually brought into working eff 
and road users were beginning to 
forced to face the grim obligations 
restrictions that the railways 
always been called upon to obs« 
Although constantly pressed forward 
the Government Pooling Bill had not 
passed the final Chamber 
Congress. They were anxious for th 
3i1l to become law as the Governm«: 
would then have the power to 
authorise inter alia the amalgamation 
with the shareholders’ agreement, ol 
the Southern and Western railways 
and so enable them to secure the fullest 
work which 


so far 


operating economies, a 
they had in hand for some years. 

The Chairman said he need hardly 
say how much they deplored that th 
company’s earnings had not enabled 
them to do more than pay the rent 
and debenture charges for the past 
year, leaving the preference and ordi 
nary stockholders without any return 
upon their investment of £48,000,000. 
It was impossible to foresee what this 
wartime year would bring to them 
All materials and coal and oil fuel 
would be more costly and more diffi 
cult to obtain. On the other hand, the 
Argentine exports and ex 
improving and the 
movement in 


value of 
change were 
internal prosperity and 
that country was likely to become pri 
nounced, from which benefits should 
come to the company. 

The latest information sent by Major 
Lowenthal for this meeting was: 
“Area of fine grains sown normal and 
their condition at present exception lly 
Area under maize expected to 
Wool clip is esti 
mated to show an whilst 
potato tonnage should be normal 
Fruit from Negro Valley with continu 
ance of weather expected to 
provide an increase of 5,000 tons.”’ 


good. 
be above average. 


increase, 


good 


The report and = accounts’ wert 


unanimously adopted. 
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NOTES AND NEWS 


‘terman Railway Accident. — 
Reuters reports that a train was derailed 
ovember 5 between Eger and Pilsen 
’hemia, causing the loss of five lives. 
sanish Train Ferry Celebration: 
September 1 last, the Danish State 
Railways celebrated the 25th anniver- 
of the opening of the train ferry 
ice between Kalundborg (Zeeland) 
\arhus (Jutland), now served by 
{ two large motor vesseis Kalundborg 
Jutland. 
Fuel Price Increases.—The Petro- 
m Board has announced that as from 
November 8 the price of pool fuel and 
el oils, except diesel oil for road 
icles, would be increased by Id. per 
the price of pool gas oil would be 
reased by 13d. per gal. Current 
imum prices are: fuel oil 3}d. per 
diesel oil 4d. per gal.; gas oil 
{ per gal. 
World 
Harold Hartley, the Chairman of the 
International Executive Council of the 
World Power Conference, has asked Ir. 
( |. T. Bakker, the Chairman of the 
Netherlands National Committee, and 
First Vice-Chairman of the Council, 
become Acting-Chairman during the 
r rhe central office in London will 
closed temporarily and correspond- 
ce intended for the International 
I-xecutive Council should be addressed 
to the Secretariat of the Netherlands 
National Committee, at Utrechtscheweg 
210, Arnhem, Holland. Correspondence 
the British National Committee may, 
however, as at present, be addressed to 
36, Kingsway, London, W.C.2, although 
the office itself will be closed. 


Power Conference.—Sir 


The Bletchley Collision.—In con- 
nection with the serious collision which 
curred on Friday night, October 13, 
when the second portion of the Night 
Scot from Euston, L.M.S.R., drawn by 
two engines, collided with the first 
portion standing in Bletchley station, 
the driver of the leading engine of the 
econd portion was committed for trial 
at Buckingham Assizes on October 30, 
n a charge of manslaughter. At the 
nquest at Bletchley, the jury had 
returned a majority verdict of man- 
laughter against him. It will be remem- 
bered that at page 565 of our October 27 
sue, we recorded briefly the opening 
of Colonel Mount’s inquiry into the 
accident, which was afterwards con- 
tinued in private, and also the opening 
f the Coroner’s investigation. 


L.M.S.R. Station Gardens.—Al- 
though with the announcement of this 
ear’s results the L.M.S.R. station 
gardens competition is being suspended 

for the duration,’ the company is 
urging its staff to continue to do its 
best, consistent with war-time condi- 
tions, to maintain the neatness and tidi- 
ness of stations at the highest possible 
evel. The L.M.S.R. is also encouraging 


its staff to play its part in the ‘ Grow 


More Food’’ campaign, by offering 
specially reduced rentals for war-time 
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allotments on railway property. This 


year’s gardens competition attracted a 
record entry of 489 English and Welsh 
stations (185 more than in 1932) and 
the four premier awards of “ special ’’ 
prizes have been allotted to Alsager 
(Cheshire), Buckingham, Llanfairfechan, 
and Knighton (Radnorshire). 


North-South Line in Berlin Com- 
pleted.—Despite difficulties due _ to 
present conditions, the underground 
connecting line of the Reichsbahn, 
6 km. (3? miles) long, through Berlin, 
connecting the northern suburban lines 
to Velten, Oranienburg, and Bernau 
with those on the south leading to 
Wannsee, Lichterfelde, and Mahlow, has 
been completed. The first part was 
opened in 1936 at the time of the 
Olympic games, from the Stettin station 
to Unter den Linden, and early in the 
present year the extension to the Pots- 
dam station was opened. Now the re- 
mainder of the route to the Anhalt 
station, with the several connections 
to the southern suburban lines is com- 
plete. The entire work has taken 5} 
years to carry out, has cost 170 million 
marks, and is one of the most important 
ever undertaken by the Reichsbahn. 
The opening ceremony was performed 
by Dr. Dorpmiiller on Sunday, October 
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8, and, according to the Hamburg 
radio, he said that the completion of 
this line would facilitate through trans- 
port of goods from Scandinavian coun- 
tries to Switzerland and Italy. 

Accident in Spain.—An accident is 
reported to have occurred at the Plaza 
Catalunfa station of the 3arcelona 
underground railway on November 2, 
in which sixteen persons were injured. 

Branston Station, L.M.S.R.—At 
the recent monthly meeting of the 
Tutbury Rural District Council, a 
letter was read from the L.M.S.R. with 
regard to an application for the re- 
opening of Branston station. The rail- 
way company replied that at the present 
time traffic did not justify the reopening. 

Canadian National Earnings.— 
Gross earnings of the Canadian National 
Railways in September, 1939, were 
$22,645,303, an increase of $4,795,674 
in comparison with September, 1938. 
Operating expenses amounted to 
$16,340,661, with an inciease of 
$1,152,471, resulting in net earnings of 
$6,304,642, which were $3,643,203 
higher than for September, 1938. Aggre- 
gate gross earnings for the first nine 
months of 1939 totalled $142,245,937, 
an increase of $11,908,503 in comparison 
with the corresponding period of 1938, 
and there was a profit on working of 
$6,652,354, contrasting with a deficit 
of $2,455,254 a year ago. 








RAILWAY AND OTHER REPORTS 


Bahia Blanca & North Western 
Railway Co. Ltd. The board reports 
that the guaranteed rental of £440,000 
due from the Buenos Ayres Great 
Southern Railway Co. Ltd., in respect 
of the year ended June 30, 1939, has 
been received and the dividend on the 
44,600,000 of 43 per cent. guaranteed 
stock has been duly paid. The London 
office expenses, including directors’ fees, 
have been paid by the working company. 

Railroad Credit Corporation. 
The eighth annual report to the stock- 
holders shows that in the fiscal year 
ended September 30, 1939, liquidation 
of outstanding loan balances progressed 
to the extent of $567,107-74, leaving 
the balance on that date $19,444,223-29, 
as against $20,011,331-03 in the pre- 
vious vear. There were two additional 
liquidating distributions made during 
the year, returning to the participating 
carriers $735,001-38, or 1 per cent., of 
their original contributions to the fund 
established under the Marshalling & 
Distributing Plan, 1931. The out- 
standing loan balance of $19,444,223-29 
was represented by notes of 18 borrow- 
ing carriers. Of these there were four- 
teen being operated by bankruptcy 
trustees, three by equity receivers, and 
one whose loan balance had been re- 
duced by judgment. Hearings on the 
reorganisation plans of the fourteen 
borrowers before the Interstate Com- 
merce Commission have been closed and 
briefs filed.’ These will now go before 
the courts in due course. A loan balance 


of $44,023-37 had to be written off 
as a bad debt, but this is the first 
instance where an actual loss has had 
to be recognised on the books. 

London Midland & Scottish Rail- 
way Company.—On Friday last, No 
vember 3, the following official state- 
ment was issued: “In response to 
enquiries the L.M.S.R. intimates that 
no information can yet be made avail- 
able regarding the financial proposals 
of H.M. Government consequent upon 
the control of the company’s under- 
taking in Great Britain under Statutory 
Order No. 1197. The interest on the 
5 per cent. redeemable debenture stock 
will, however, be paid on November 15. 

Entre Rios Railways Co. Ltd. 
receipts for the year ended 
June 30, 1939, amounted to £1,181,166, 
an increase of £117,000, or 11 per cent. 
Working expenses, at £889,280, were 
higher by {£62,916 or 7-6 per cent., 
leaving net receipts £54,084 higher, at 
£291,886. Exchange losses and differ- 
ences amounted to £90,088, against 
£68, 233. After allowing for prior 
charges there is a debit balance of 
£35,691. 

Lightalloys Limited.—<After pro- 
viding for taxes and depreciation, the 
net profit for the year ended June 25, 
1939, amounted to £53,030. As already 
announced, the dividend recommended 
for the year is again 35 per cent., but 
on a larger capital, and the amount 
to be carried forward is £5,349 against 
£5,319 brought in. 
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November 


Monday, 20, has now 
been fixed as the date for the exten- 
sion of the Bakerloo Line trains to 
Wembley Park and Stanmore. On 
that date the new tube link between 
Baker Street (Bakerloo Line) and 


Finchley Road (Metropolitan Line) will 


be opened to public traffic, and the 
Stanmore branch will be served there- 
after by Bakerloo tube trains. This 


is one of the important improvements 
in the £45,000,000 programme of new 
works in the London Transport area. 


It will establish for the first time a 
direct railway link between the Metro- 
politan Line and the West End. Pas 


sengers from the Stanmore branch and 
Metrcpolitan stations between Wem 
bley Park and Baker Street will be 


NEW FOR YOU 


BAKERLOO EXTENSION 


STANMORE 
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Bakerloo Trains to Wembley Park and Stanmore 
New extension to be opened on November 20 


able to travel direct to Oxford Circus, 
Piccadilly Circus, Charing Cross, and 


Waterloo stations without changing 
trains. Passengers from other sections 


of the Metropolitan Line will be able 
to travel to the West End merely by 
walking across a platform and boarding 
a Bakerloo train at Finchley Road 
station. The change at Baker Street 
will no longer be necessary. Two new 
tube stations will be opened; namely, 
St. Johns Wood, at the corner of 
Acacia Road and Finchley Road; and 


Swiss Cottage, beneath the existing 
Swiss Cottage station on the Metro- 
politan Line. Marlborough Road 
station will then be closed and Lords 


station will be opened only for cricket 
matches. 


NOVEMBER 20 


ue f 


Bakerloo to Stanmore 


New stations at 
Swiss Cottage and 
St. Johns Wood 


Through trains: 

no more changing. 

at Baker Street 

for the West End . 


+ ae" 














IRELAND ve 


1939 1938 





i i 
3elfast & C.D. pass. 2,107 1,750 
(80 mls.) 
ae goods 564 514 
a total 2,671 2,264 





Great Northern pass. 10,050 9,500 
(543 mls.) 
os goods 15,700 10,400 
‘ - total 25,750 19,900 
Great Southern pass. 32,500 31,891 
(2,076 mls.) 
” * goods 63,396 50,798 
- - total 95,896 82,689 
L.M.S. Northern 
Committee pass, 4,250 3,270 | 
(271 mls.) 
i a goods | 3,500 3,040 
‘cn ie total 7,750 6,310 


_Irish Traffic Returns 


Totals for 44th Week 


Inc. or Dec. 





od 


Totals to Date 


1939 1938 Inc. or Dec, 





i £ f £ 

357 116,550 112,130 4,420 
50 | 20,505 19,263 1,242 

407 137,055 131,393 5,662 





550 503,550 497,400 6,150 
5,300 474,950 408,800 66,150 
5,850 978,500 906,200 | 72,300 

609 1,648,120 1,653,271 5,151 

12,598 1,936,910 1,791,866 145,044 
13,207 3,585,030 3,445,137 139,893 

980 | 209,550 204,610 |4 4,940 

460 132,080 116,290 15,790 
1,440 341,630 320,900 20,730 








November 10, 1929 





British and Irish Raily. ay 
Stocks 


and Shares 





Zw 
Stocks 25 
G.W.R. 7 
Cons. Ord. ..| 651g | 2534 
5% Con. Prefce...|11834 | 74 
5 % Red. Pref.(1950) 11134 90 
4% Deb. .. 111 9715 
44% Deb... 1125;5 10019 
44% Deb... - 11812 (104 
5% Deb. .. . 131%) |119 
24% Deb.. ..| 6934 | 60 
5% Rt. Charge ../129 114 
5% Cons. Guar. ..:1281lo |103 
L.M.S.R. 
Ord. - nak ae 11 
4° Prefce. (1923) 7014 23 
4% Prefce. -| S214 $354 
5% Red. Pref.(1955) 1031. 66 
4°, Deb. . ./ 10513 85 
5% Red.Deb.(1952) 11414 105 
4°, Guar. 10234 7712 
L.N.E.R. 
5% Pref. Ord. 89 Blo 
Def. Ord. .. $7 21, 
$% First Prefce. | 6814 | 21 
4°, Second Prefce.| 271 8 
5% Red. Pref.(1955) 97 401, 
4% First Guar 97 661 
4°, Second Guar. 911 52 
3% Deb. 79 60 
4% Deb. .. . 1104 -— 
5 % Red. Deb.(1947) 110 97 
43% Sinking Fund |10811y4¢ 101 
Red. Deb. 
SOUTHERN 
Pref. Ord. 87 4773 
Def. Ord. .. 2134 914 
5% Pref. . ~ of bE 83 
5% Red. Pref.(1964) 1151. 98 
5% Guar. Prefce. 1281. 106 
5% Red.Guar. Pref. 116 1081 
(1957) 
4% Deb. 10914 95 
5% Deb. 129 117 
4° Red Deb. |107 1011 
1962-67 
Bevrast & C.D 
Ord, 4 315 
ForTH BRIDGE 
4% Deb. -|102 991, 
4% Guar. - | 10314 9415 
G. NORTHERN 
(IRELAND) 
Ord. 51> 2Qlo 


G. SOUTHERN 
(IRELAND) 
Ord. a 
Prefce. 
Guar. 
Deb. 





2519 81, 
35 13 
701g | 301339 
83 56 





L.P.T.B, 

» “Mest . ed .-/1195g (1071, 
i: a. te . ./130 117 
44% “T.F.A.” ../108 98 
5% “BB” -|122136105 
i. “Ae 84 68 

MERSEY 
Ord. os «-| 24lq 1612 
4% Perp. Deb. ..|1027g | 9434 
3% Perp. Deb. 77 69 


3% Perp. Prefce. 





6612 | 57 


Pri 


Nov. 


4s 
1939 


28 
82 
9215 
9615 
991, 
10315 
1121 
561 
106 
103 


oa 
2915 
29 
45 
71) 


6415 

841 
10015 

98 


59 
10 
84 
97 lo 
105 
105 


9612 
1121, 
10115 


8412 
831. 


104 
110 
103 
104 
651, 


1712 
90 

6512 
5212 


+1 


+1 











+9 
+1] 


+1 
—lg 














vember 10, 1939 





enos Ayres Great Southern Railway 
Company Limited. 


r ectors of the Buenos Ayres Great Southern 
| pany Limited, hereby give notice 





Debenture Stockholders of the 
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OFFICIAL NOTICES 


Buenos Ayres Western Railway Limited 


TH! Directors of the Buenos Ayres Western Railway 
Limited, hereby give notice that the Register of 
of the Company will be closed 





Debenture 













Universal Directory of Railway Officials 
and Railway Year Book 


45th Annual Edition, 1939-40 


This unique publication gives the names of all 








1eet modern requirements, and 700 
containers are to be built. 


Nve & Menzies Limited, London, has 
eived an order from the Government 
Mysore for 7,784 steel bearing plates 
use with 60-lb. rails. 


he Central Railway of Brazil has 

dered seven 2-10-4 locomotives from 

\merican Locomotive Company 

ten from the Baldwin Locomotive 

Works The Sorocobana Railway has 

dered four 4-10-2 locomotives from 
\merican Locomotive Company. 


The Indian Stores Department has 


placed the following orders for railway 
material : 
ssop & Co. Ltd. : 220 locomotive tyres, 55 
langed tyres, 490 chilled cast iron wheels, 
66 steel locomotive tyres, 400 carriage and 


] 


m tyres, 4 pairs of wheels and axles, 8 dis 


1,294 tyres for 
100 carriage and 


India) Limited : 
omotives and rolling stock ; 
gon tyres. 

Balmer, Lawrie & Co. Ltd.: 15 crank axles. 
William Jacks & Co. Ltd 15 straight axles; 
8 straight axles and 32 steel tvres for broad- 
20 crank axles and 40 straight 


Vickers 


ige railcars ; 
United Steel Companies (India) Limited : 
084 locomotive tyres, 245 locomotive 
eel tyres, 800 carriage and wagon tvres. 
Samuel Osborn (India) Limited : 
150 carriage and wagon axles. 
Heatly & Gresham Limited: 588 tyres for A 


nd D class wheels; 32 carriage and wagon 


bogie 


260 axles ; 


The following orders have _ been 
placed recently by the Bengal Nagpur 
Railway : 


John Baker & Bessemer Ltd.: 1,100 carriage and 


* John Brown Ltd.: 1,500 carriage and 





Mil er & Co. Ltd., Edinburgh: 400 chilled cast iron 
R Y Pickering & Co. Ltd. 
Geo. Turton, Platts & Co. 


30 tyred disc wheels. 
Ltd.: Buffer cases and 


ngers. 
Alfred Herbert Ltd.: One oscillating tool grinder. 


A. A. Jones & Shipman Ltd One spindle grinding 





ton’s (Musselburgh) Ltd.: Wire ropes 

J. Walsh & Co. (Birmingham) Ltd.: 1,979 steel 
nel plates. 

lees-Side Bridge & Engineering Co. Ltd.: Drawbar 


ol 
ks. 





boilers for 4-6-0 locomotives. 


Madras & Southern Mahr 





itta Railway 





John Baker & Bessemer Ltd.: 286 locomotive 
tyres. 
Rohilkund & Kumaon Railway : 
A.B. Coup & Engineering Co. Ltd. 36 
John Baker & Bessemer Ltd 156 tvres. 
J. Spencer & Sons (1928) Ltd.: 28 axles 
The following orders have been 
passed to the inspection of Messrs. 


Robert White & Partners : 


South Indian Railway 
Alfred Wiseman & Co. (1933) Ltd Spur gears. 
India Rubber, Gutta Percha & Telegraph Wor 
Co, Ltd.: 12,000 yd. of train-lighting belting. 
Steel, Peech & Tozer: 124 tons of spring steel. 
Jaipur State Railway 
\.B.C. Coupler & Engineering Co. Ltd. 
couplers for metre-gauge stock 


Jamnagar & Dwarka Railway : 
Lt 





ks 


12 sets of 








Linley & td.: 8 copper tube plates. 
Bhavnagar $ 
Linley & Co. Ltd.: 4 copper tubeplates. 


During the past five weeks the South 
African Railways & Harbours have 
placed the following orders in Great 
Britain : 

North British Locomotive Co, Ltd. : 


motive boilers (£67,259). 


30 loco 





John Baker & Bessemer Limited: Tyres, 
axles and wheel centres (£36,511 

hos. Firth & John Brown Limited: Tyres 
ind axles (£28,250). 

Stothert & Pitt Limited: Nine cranes 
£27,108 

’Tavlor Bros. & Co. Ltd.: Steel tyres 
(£25,208). 

Patent Shaft & Axletree Co. Ltd.: Axles 
£18,067) 

Steel, Peech & Tozer: ‘Tyres, axles, and 
armature shafts (£16,367). 

Brown Bayley’s Steel Works Limited : Tyres 
and axles (£15,956) 

Monk Bridge Iron & Steel Co. Ltd. : Tyres 
£15,782). 

Steel Company of Scotland Limited: Tyres 


and axles (£12,989). 

Further orders placed by the South 
African Railways, during the week 
ending November 4, 1939, include the 
following :- 

Anderston Foundry Co. Ltd., 
Gauge clips (£1,667). 

Pease & Partners Ltd., 
ol pig iron. 

Grafton Cranes Ltd., Bedford 


Middlesbrough 


Middlesbrough: 750 tons 


5-ton steam travelling 


crane. 

Barrow Haematite Steel Co. Ltd. Spring steel 
£3,430). 

Davies & Metcalfe Ltd Vacuum brake ejectors 
(£2,943). 


Cowans, Sheldon & Co. Ltd. Iwo 4-ton cranes. 





§ b- ~ Wed , “ eo) from Wednes« he 15th November to Wednesday the 
vill be closed from Wednesday the loth 22n« vember, both days inclusive the principal railway oificers throughout the world 
to Wednesday the 22nd November, both together with essential particulars of the systems 
, By Order of the Board, with which they are connected. Much general and 
By Order of the Board, N. F. E. GREY statistical information about railways is also concisely 
N. F. E. GREY, sens ’ conte . . 
Secretary presented. 
Secretary a ag Price 20/- net. 
House River Plate House, 
I s Finsbury Circus, » _— , 1 ~ ~ 1, 
eses re Pag 5 ogee: eee: THE DIRECTORY PUBLISHING CO., LTD. 
ber, 1939 7th Nove 1939. 33, Tothill Street, Westminster, S.W.1 
CONTRACTS AND TENDERS The Egyptian State Railways have 
placed the following orders in this 
oe ; = ; country recently : 
e L.N.E.R. is to build 7,200 wagons [The following orders have _ been : ; : on 7 ; ; 
. : . " . one ane George Salter & Co, Ltd., Bromwich: Stee 
mnection with its modernisation place d to the inspection of Messrs. springs (Ref, No, 321.G.814.35 : £2263 
vy, and to replace vehicles due for Rendel, Palmer & Tritton General Electric Co. Ltd. ; One year’s supply 
idrawal. In addition, 440 flat Assam Bengal Railway of electric lamps for rolling stock ; £E.841. 
ons for containers are to be altered W. G. Bagnall Ltd., Stafford: 3 superheated Industrial Steels Limited, Sheffield: Axles 


Ref. No. 321.G.814-39 : £887 f.o.b.). 
John Baker & Bessemer Limited : 

buffer rods ; £228 
fees-Side Bridge & 

Limited, Middlesbrough : 


Axles and 


Works 


4660, 


Engineering 
bufter rods ; 


The Spanish Government, according to 
the Madrid Boletin Oficial of October 12, 
is inviting tenders for the supply of 
eight electric cranes, for the ports of 
Ceuta and Avilés. 


The Iranian Ministry of Communica- 
tions is inviting tenders for the con- 
struction of a steel jetty at Bandar 
Shah, on the Caspian Sea. Particulars 
from the Commercial Attaché, Lranian 
Legation, Chapel Lane, West Humble, 
Dorking. 


The Indian Railway Board invites 
tenders, to be received by the Director 
of Mechanical Engineering, New Delhi, 
by November 28, for the following 
wagons to be delivered between April, 
1940, and March, 1941: 

Broad Gauge 

128 oil tank wagons 

26 petrol tank wagons 

21 molasses tank wagons 

28 goods brake vans 

12 bogie rail wagons 

Metre Gauge 

150 4-wheel covered wagons 

50 4-wheel open wagons 

5 200 ds brake vans 


The Victorian Railway Commissioners 
are calling for tenders, to be in at 
Melbourne by December 6, for two 
1,500 kVA and one 750 kVA polyphase 
oil-immersed indoor transformers. 
D.O.T. Ref. No. T.28222/39. 


The South African Railways are 
enquiring for quantities of hexagon 
buffer nuts. Tenders to be in by 


November 30; D.O.T. Ref. No. T. 
28033/39. Quantities of steel bar are 
also required; tenders to be in by 
January 4, 1940; D.O.T. Ref. No. 
T.28625/39. 

The South African Railways invite 
tenders, by November 30, for 719 semi- 
rotary quadruple-acting pumps, 1} in. 
inlet and outlet. D.O.T. Ref. No. 
T.226/7398. 
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Che general trend on the Stock Exchange are included the debentures of the main firm at 1044, and the 5 per cent. pref 
has continued to be governed by the ten- line railways. Most of the latter show gains held last week’s rise to 833. Souther 
dency in gilt-edged stocks, the renewed of several points on balance for the week, ferred was 58, while the deferred was 
rise in which encouraged firmness in invest but although yields are still attractive, it changed at 9}. As regards L.M.S.R 
ment sé $ Moreover sentiment was must, of course, be expected that the general the 4 per cent. debentures showed 
, assisted by favourable views concerning tendency in home railway prior charges from 88 to 903, and despite the dedu 
the ite developments in international will be influenced mainly by the trend in of the half-yearly interest payment 
iffai \ ear illustration of increasin Government securities. Whatever Govern- 5 per cent. debentures at 105 were 
nfice in the market outlook was pri ment decision is made in regard to com- on balance. The 4 per cent. preferen 
vided by the decision of dealers to dispense pensation for the war time services of the the 1923 preference at 553 and 35} 
| minimum prices for hom«e railways, it is, of course, confidently ex tively were little changed, while the or 
i tocks, which were established on pected that it will not in any way impair stock was 103. The 4 per cent. guar 
the eve of the war when it was felt that the investment status of the debentures was 81. L.N.E.R. 4 per cent. debe 
t i precautionary measure should be and other prior charges. On the other hand, were higher at 84§, as were the 3 per 
ta t ird against the possibility f until the Government's plans are known, it debentures at 644, while the first 
I I Fea t latter proved i ssible to form any definite view as to teed was a point better at 713 
1 in el veeks home ra e dividend prospects of the junior stocks Argentine railway stocks have 
ks have been changing hands wel Great Wester rdinary fluctuated, but rather more active, but gains were 
( thicial minimum level Lor n balance has improved fractionally from to the debentures and preference st 
| t ( not afte | by thi 27! to 28. The 4 per cent. debentures have \ided by annual meeting influences 
e minimum e (65) hay n 1 request, but were not in large Gt. Southern 4 per cent. debenturs 
I la as tock ipply in the market, and price moved firm at 59, wl Central Argentine 
f ‘ board e in gilt p sharply fre 93! to 96 The 5 per cent. debentures were better at 62 
r cul 5 f course, re ng the en preference kept last weel improve the 5 per cent. debentures at 63 
( red b tter const 1 t to 82, while the 5 pet nt. consol where Antofagasta preference moved 
( I the i nae nve dated guaranteed rose further from 1003 32 on the hopeful traffic outlook 
ention t I d-clas to 102 Southern 4 pe ent. debentures Paulo also improved C.P.R. debent 
t t WW highe 96 mpared with 93 1 week ag rose in price, and Grand Trunk deben 
ng t 1 ittra ‘ wh > I nt. gua iteed stock remained were again higher 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
\ Ir D Prices 
Mile ; 2 SI 
138-39 ‘ rl : S = & SB 
thi938 > This Year Last Y i eo i a aS 
; x y a 
f £ { 
834 110.39 Ss ) x00) $3 79,420 649,400 _ 69,980 oO Stk 14 714 10 
753 10.39 9 - 13.800 17 ? $64,500 s 2,943,800 —y| 79,300 61 2 2 
74 1939 } ) 950 13 : 2 850 37,200 4 5,650 6] D 8 7 7 h 
Bond 10 4 6 8 
} 2 S01 8.10.39 f 1,123,000 19. 00 18 I 90.741 000 f 20,151,000 Ord. Sth 6le 314 3 ‘ 
| ( r 190 23.9.39 114,600 — $20,100 13 $1,520,100 $1,515,900 + Mt. De 15\9 8 12 \ 
| \ Gt. Sout 5,082 28.10.39 2,207,000 ps236,000 18 ps32,935,000 ps34,662,000 —y Ord. Stk 1751¢ 8lo 8 
| \\ t 1,930 28.10.39 748.000 ) 0 18 11. 861,000 10,928,000 4 s 933,000 1254 5 7 N 
( \ 3 7UK 8.10.39 1,694.6 ) ps 34,350 Is 33,101,950 28,991,400 ps 4,110,550 13 554 71> 
* es 6 Qo 21 
I f M. \ 28.10.39 17.141 » 471 is 293,649 _ 6,530 3 11g Ll. N 
] 1939 25,240 6,129 | 5 314,399 — 43,643 28 22i9 | 22 
7 Ser 1939 14,400 - 1,400 38 148,000 a 24,300 10514 104 10210 
I S10 21.10.39 233,70 19,400 17 4,168,400 + ps.129,300 71 3lo 5 N 
? Brazil 1,092 28.10.39 12.200 a 200 13 302000 + 55.700 3 l 546 Nil 
I f ¢ Ar 794 S 1939 $x 984 $8355 39 $4,189,953 + $295,428 
_ I - - It bal 
I & « S 223 ( 1939 5.615 615 $3 ( 53,110 + 7,615 S 
I 1,918 28.10.39 25,284 2,158 | 43 897, 912,397 — 15,335 4 
M 83 21.8.39 $286,000 $25,500 8 $2,003,100 31,988,800 + $14,300 4 
fo iM f | 7 319 Sept. 1939 8.611 1619 13 25.665 25.076 589 se 
386 31.10.39 $455 3 98.199 sai 24,093 Ord. SI 52/9 
( 274 »§ 10.39 $2,761,000 $2 Is $56,215,000 $53 +$2,955,000 Pr. Li. Stk 60 
( 1,059 939 Is 54.699 _ 23,643 Pref 554 
OO 3.9.39 13 €121,775 = 424,540 Pr. Li. Dt 23 
1534 10.39 10 "te al 30.790 Ord. Stk 64 
I 160 S 1939 13 on 3,475 Ord. SI l3i¢ 
| I 353 $1 39 Is + 17.711 Ord. Stl $5 
I » 73 Sept. 1939 69 | 13 = 167 De S 2 1 2 
\ 23,698 31.10.39 370,415 65 839 13 32. 837.818 + 2.783,301 
— sen, Pe 72 60 671, | 5 
l 41 104 90 98 4 
17,171 31.10.39 1,004,200 114,000 13 24.422 600 4. 966,400 Ord. Stk 8716 4l4 7 Nil 
I 329 10.9.39 43,837 + 27.958 O Stk 8llo 70 601lo 415, 
I ate 30.9.39 11,032 we 13,650 Ord. SI 601g 5414 45 87 
vi 112 10.10.39 66,3 - 14,403 Ord. St 311 278 233 734 
+ | 1] Ext 10.10.39 14 = 6,130 89 83 861lo | 71 
I 0.10.39 ; de 510,598 95190 90 8415 45, 
Cee | & Cl. I 31.10.39 ; hh 22.875 1127}g 95 9312 | 67 
M M t 20.10.39 2. 1 rs 138,927 108 97 97 lo 
I x 20.10.39 ? oe at 2 482 308 285 243 77 
S I 10.10.39 103.667 = 338 104 101 87le 511 
204 Au 1939 116 
I 623 10.8.39 5,875 4 1,643 Prf. S 5/6 ] 
Ixe { 1,625 May 1939 906,557 aan bs 88.462 ce 
M — - B. De 49 41 44 71 
M W. Aust 277 Aug. 1939 11,847. — 2,567 9 23,105 27,657 = 4,552 Inc. De 9334 89 89 41 
> N 1,900 2.9.39 24.469 —_ 2.749 23 601,488 671,855 —- 70,367 
I 2,442} \ 1939 406,107 . $8 $013,240 ame aa 
> \ 3,284 7.10.39 625,292 4 19,513 28 17,760,014 16,698,537 4+. 1,061,477 
Vi 4,774 June 1939 693,446 — 31,680 52 9,360,329 9,809,155 — 448 829 : 
Nott Yields are based on the approximate current prices and are within a fraction of 1,6 
Argentine traffics are now given in pesos. + Receip ire calculated @ ls. 6d. to the rupee. ex dividend 





